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29 Abingdon St., 
WESTMINSTER, S. W., Oct. 8, 1894. } 
To THE EDITOR OF THE RAILROAD GAZETTE: 

May I be allowed to say one word in reference to a ctate- 
ment in your issue of Sept. 28, which, though not incor- 
rect, will, I think be likely to lead to misunderstanding? 
You say that the action of the Executive of the Inter- 
national Railway Congress in accepting the American 
Railway Association as a member, ‘‘practically admits all 
the American railroad companies, now members of the 
Association, to membership in the Congress without fur- 
ther trouble or fees.’’ This is only true toa very limited 
extent. For according to the constitution of the Congress 
on single railway administration—and it is as a railway 
administration that the American Railway Association 
has been classed—can send more than eight delegates. If 
any American railroad company wishes, therefore, to 
send more than a fraction of a delegate it must join the 
Congress direct and so obtain 1epresentation in its own 
right. 

I am glad to say I have already heard that more 
than one of your great companies propose to send over a 
batch of their leading officers to represent them; and cer- 
tainiy we, on this side of the water, shail be much dis- 
appointed if we do not have the opportunity of welcom- 
ing many times eight representatives of American rail- 
ways in London next June. W. M. AcworTH. 

ecinicnets of the English Section, 





Long Valve T Travel and the Locomotive “J. W. 
Miller.” 





PROVIDENCE, R. I., Sept. 1, 1894. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of August 17, I noted with much interest 
what you had to say about long valve travels in loco- 
motives and their performance. That part that refers to 
the N. Y., P. & B. Engine, ‘‘J. W. Mitler,’’ particularly 
interested me, and I wish to correct some of the state- 
ments you make, in order that a co1rect understanding 
may be had. Allow me to first give you a brief history 
of this engine and its inception. 

In the fall of 1886, the management of the N. Y., P. & 
B. R. R. Co., desired an anthracite coal burning locomo- 
tive built for fast express service. Accordingly a specifica- 
tion was prepared and contract made with R. I. Locomo- 
tive Works for above named type of engine. The con- 
struction and general design were just about the same as 
those in use on the Lehigh Valley Railroad, Wyoming 
Division. The General Manage: required a guarantee of 
a performance by the builders of 60 miles per hour, with 
Shore Line trains of 8 cars, which was agreed to. The 
engine was built according to specifications, except rigid 
wheel base, this was made 6in. shorter. Valve motion was 
not specified. Delivery was made in January, 1887. The 
following is a description as she came from the builders, 
followed by the alterations afterwards made and why 
made by the railroad company: Cylinders, 18 in.x24 in. ; 
rigid wheel base, 7 ft. 0 in. ;diameter of drivers, 6 ft. Oin. ; 
eccentric throw, 6% in.; valve travel, 7%in.; steam 
ports, 2in.xl18 in.; exhaust port, 4in.xl8 in.; valves, 
Richardson balanced, Allen patent, inside lap, none, 
inside lead, none; outside lap, 2 in.; weight of valves, 
220 lbs each; boiler ordinary wagon top style, 54 in. 
diameter of shell; 218 flues, 2 in. outside diameter, 10 
ft. 5in. long; firebox, 126 in.x43 in. ; tubular grates; posi- 
tion of firebox, top of the frame; steam pressure, 180 Ibs. 
per sq. in. ; fuel, anthracite coal; total weight ready for 
train 117,500 lbs. ; weight on drivers. 83,400 Ibs. 


The builders put in valve motion that in their judgment 
would best do the required and guaranteed work, Upon 





completion and delivery her weight was objected to, par- 
ticularly so on account of the short wheel base, resulting 
in the addition of a pair of trailing wheels, distributing 
the weight on about 12 ft. 0 in. of wheel base, instead of 
7 ft. The reason for this was that at that time the rail- 
1oad company was renewing its bridges everywhere 
and removing old light weight rails. -For obvious reasons 
she was not run regularly for about 18 months. During 
this time it was found that the excessive weight of valve 
and long lap were not practical for two reasons: First, no 
man could handle the lever at high speed whether she 
was using steam or not. Second, if she stopped in a cer- 
tain position there was not sufficient opening to start the 
train. To move her back to change position for a start 
was annoying and caused a loss of time, and something 
had to be done ta put her in condition for service required 
(not to satisfy the notions of that local Master Mechanic 
referred to). I proceeded to change the parts that were 
clearly at fault. 

This change was as follows: 
1% in. thick, and reduced the ports to 1% in.xl6 
exhaust port, 4 :n.xl6in., made new valves 1 in. outside 
lap, line and line inside, Richardson balance 4 square 
inches less than port areas; changed the travel to 6% in. 
New valves weighed 104 lbs. each. The engine then 
handled easily at any speed, made plenty of steam and the 
schedule time and better if necessary on any of the Shore 
Line trains. In the summer of 1888, she was put into 
regular service on the 10 a.m. train on Shore Line, Bos- 
ton to New York. She ran this train until the consolida- 
tion with the N. Y., N. H. & H.R. R., July 1, 1892,when 
engines commenced running to New Haven. She ran 
there a few times, but had to discontinue running her 
then because she would not go through the engine house 
on to the table in New Haven; their other table was not 
accessible at times. She had now completed a mileage of 
about 50,000, and needed rebuilding, new tires, etc., 
and had a broken frame. It was decided to take her out 
of service for that purpose. She was again ready for ser- 
vice in May, 1894. The trailing wheels had been removed 
and rigid wheel base changed from 84 in. to 102 in. 

Engines were now running between Boston and New 

London (O. C. system). There did not now appear to he 
any train that I could put her on, except a local run be- 
tween Providence and Stonington, which was not a suit- 
able train for her. About this time it was discovered that 
hard coal burning engines were a failure on the O. C. 
system and the Miller was ordered to South Boston shops 
for a new boiler with deep fire box, 34 in.x78 in. for soft 
coal burning, thus precluding the possibility of any more 
hard coal fuel for the engine Miller. She is still in the 
shop. : 
You can easily determine from what I have written 
whether this engine is a mongrel or not. If she is then 
the hard coal boiler made her so, and every other eight- 
wheel American type of engine must be rated as 
mongrels. 

The Miller has never run in freight service, but has 
been run in passenger service and has got an A No. 1] record. 
I have it complete for every day’s performance that she 
has ever done, viz.: Miles1tun, cars hauled, fuel con- 
sumed, cause of all delays, time of departure and arrival 
at terminals, etc., all of which I should be glad to show 
you or any one who will call and desire to see them. 
Your report of failure for this engine is nota fact, as I 
have shown. It is apparent to me where your impres- 
sions came from, and why your informer knew better 
than to say such things and knows that such stories are 
not fair. The old management of N. Y., P. & B. R. R. 
will endorse all I have written. I believe in all the 
improvements that can be made, and have worked just as 
hard as anybody to that end without making very much 
noise about it either. In this case I did not innovate on 
the long valve travel or do it to in anyway criticise the 
builders. I simply made the changes necessary to get a 
good working engine and I succeeded, and in all that has 
been written about this engine no one to my knowledge 
has made any effort to ascertain facts, consequently mis- 
representation ruled and was in many cases accepted as 
fact. This it would seem suited a good many best. I 
must add that I doubt that anybody ever before or since 
has put such conditions of valve and travel into a_ loco- 
motive. If they did, ] can’t see how high speed could 
have been maintained without disaster. 


I put in false valve seats 
in., 


L. M. BUTLER. 
Sept. 12, 1894. 

a ‘Those other questions you ask I will try to 
answer. To what I said about the Miller not being able to 
start her train if stopped in certain positions, the valves 
were not open enough to admit sufficient steam. I do not 
know what the intentions of the builders were about re- 
ducing lap if found necessary. I am somewhat familiar 
with some of the large valves you mention, but do not 
know of any with such excessive weight as the Miller 
had. Please note, my letter says no man could handle 
the lever at high speed whether the engine was using 
steam or not. I amata loss to understand where you got 
your information on this point; it could not have come 
from anybody who knew about it, and I know no one 
could have known better than myself aud the men who 
ran her. I must maintain she was not a failure and have 
the records to back it up. She never was run on the 
guaranteed time and service, because there never has been 
a train scheduled on this road requiring such performance 
or anywhere near it. This guarantee was for 62% miles 
in 62% minutes, with one stop between (sroton Ferry and 
Providence, She has made some very good runs, how- 





ever, with heavy trains in times when late. She was run 
and well broken in and on different trains before altera- 
tions were made, and entered into regular service. She 
hauled 13 car loads of G. A. R. men from New London 
to Providence (cars were loaded fuil) in about 66 minutes, 
as near as I can recollect. A few other vety satisfactory 
runs as extra and aside from regular time can be found. 
L. M. BUTLER. 
be found on the 


[Some notes on this subject will 


editorial pages. —EDpITor. } 


The Elevated Railroads of Chicago. 

There has been for several years past a lively interest 
in the subject of elevated railroads in Chicago. It long 
ago became apparent that the street railroad system of 
the city was each year becoming less capable of prop- 
erly handling the traffic which naturally fell to it, and 
as the traffic increased, the delays and interruptions be- 
came more frequent. This state of affairs naturally led 
to the incorporation of a number of companies with vari- 
ous schemes far rapid transit. With but few exceptions 
these contemplated the construction and operation of 
elevated roads. Out of a dozen or more of such schemes, 
four show some prospect of materialization: the Chicago 
& South Side Rapid Transit Railroad Company, the 
Lake Street Elevated Railroad Company, the Metro- 
politan West Side Elevated Railroad Company and the 
Northwestern Elevated Railroad Company. 

The two roads first named have now been in operation 
for some time, although on account of a lack of branch 
lines and terminal facilities, their success has not been 
very encouraging. The Metropolitan is under construc- 
tion and it is expected that by the end of the year it 
will have about 10 miles in operation, of which nearly 
two miles is four-track road, the remainder being double 
track. Construction on the Northwestern has not yet been 
begun, for reasons that will appear later. 

The line of the Chicago & South Side Rapid Transit 
Railroad Company, or the ‘‘Alley Elevated,’’ as it is 
generally called, was the first to be operated in Chicago, 
and is well-known to many of the readers of the Aat/road 
Gazette as the road between the city and Jackson Park. 
The first franchise for this road was got March 26, 1888, 
and permitted the construction of an elevated railroad 
from a point on Van Buren street, between Dearborn 
street and Wabash avenue, south to a point between 
Thirty-seventh and Thirty-ninth streets, from which 
point it was to be extended in an easterly or south- 
easterly direction, reaching Thirty-ninth street, then the 
city limits, at some point between Dearborn street and 
Forest avenue. A large block of territory [south of 
Thirty-ninth street having been annexed by the city of 
Chicago, subsequent to the passage of this ordinance, it 
was amended April 2, 1891, the company obtaining per- 
mission to extend its line, from a point on the main line 
between Thirty-seventh and Thirty-ninth streets, south 
to a point between Fortieth and Forty-third streets, east 
to a point between Grand Boulevard and Michigan Boule- 
vard, and south again toa point between Sixtieth and 
Sixty-third streets. From this point the road was to be 
extended in an easterly direction to Jackson Park. This 
ordinance provided also for two branches: one from a 
point between Fifty-fifth and Fifty-ninth streets west to 
Englewood and south to a point on Sixty-third_ street be- 
tween Wallace street and Wentworth avenue; the other 
branch extending south to Seventy-first street from a 
point on the Jackson Park extension, and lying between 
South Park avenue and Cottage Grove avenue. An ordi- 
nance passed March 21, 1892, authorized the company to 
build a structure from the alley between Prairie and 
Calumet avenues, east on Sixty-third street to Jackson 
Park, the railroad company having got the required 
consent from the holders of property along the line. 

The route from the city tothe point above named on 
Sixty-third street had then been obtained by purchase or 
condemnation and several miles of the structure erected. 
The company was unable to reach Van Buren street 
at a reasonable cost on the line selected, and made Con- 
gress street their northern terminus. From this street 
south the line was located between State street and 
Wabash avenue, occupying the alley for a part of the dis- 
tance, and for the remaining part acquiring property along 
or near the alley as far as Fortieth street. From this 
point the route lay along the south side of Fortieth 
street as far east as the alley between Prairie and Calumet 
avenues, where it turned south to Sixty-third street. 

The structure and stations from Congress to Fortieth 
street were completed early in 1892, and May 27, 1892, 
the road was opened to Thirty-ninth street, a distance of 
about 3% miles from the northern terminus. The service 
was extended beyond Thirty-ninth street as the construc- 
tion advanced, and within a year had reached Jackson 
Park, a distance of about 8% miles from the down town 
terminus. 

The design of the structure of this road has been 
illustrated in the Aatlroad Gazette of April 4 and 11, 
1890, and Sept. 1, 1893. The cars were illustrated and 
described on June 17, 1892, and the locomotives on April 
15 and October 28,1892. 

Neither of the extensions authorized by the ordinance 
of April 2, 1891, has yet been built, though efforts have 
been made to induce the company to build the Engle- 
wood branch. This would increase the traffic of the 
road, and as it calls for the construction of only about a 
mile and a half of line, it would doubtless be built were 
it not for the probable high cost of the right of way. 
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The south branch to Seventy-first street would pass 
through a thinly settled district; though if built near 
Cottage Grove avenue it would be in a position to com- 
pete with the Cottage Grove avenue line of the Chicago City 
Railway fur passengers transferring at this point from 
A branch from the main 
line at Thirty-ninth or Fortieth streets to the Stock Yards 
has also been talked of, though the idea now appears to 
The extension of which the line 
stands in greatest need, is one which will make it easier 
western parts of the 
With both the State street and Cottage 
Grove avenue lines of the Chicago City Railway reaching 
of the Con- 
gress street terminal of the elevated road, it can hardly 
So long, 
however, as the road is controlled by heavy stockholders 
in the Chicago City Railway Company, it seems hardly 
probable that any of these extensions will be built. The 
its operating 
expenses, although the surplus lacks considerable of 
The minority 
a strong effort to get the road 
out of the conthrol of those connected with the Chicago 
City Railway Company and to secure a down-town loop, 
or an extension of the present line to such a point as will 
enable the company to get a reasonable share of business. 

The second elevated road, and at present the only other 
one in operation in Chicago, is the Lake Street Elevated 
This company now has about 6% miles of road 
constructed and in operation, the westein terminus being 
at West Fifty-second street, the line extending eastward 
river to Market street and 


the Calumet Electric Railway. 


have been given up. 


of access from the notthern and 
business district. 


more than half a mile farther to the north 


be expected to get its full share of the trafne. 


road is now earning somewhat more, than 


being enough to meet all obligations. 


stockholders are making 


Railroad. 


on Lake street across the 
south to Madison street. 


The first franchise granted was to the Lake Street Ele- 
This was passed December 28, 
1888, and permitted the company to build from Canal 
This ordinance was 
amended November 24, 1890, by two ordinances, one of 
which permitted the company to build on Lake street 
from Canal street to Crawford avenue; the other, to ex- 
tend the line west to the city limits from Crawford ave- 
These 
ordinances gave the company the privilege of crossing 
on the viaduct and the drawbridge over the river, the 
railroad company to make such changes as would make 
The construction of the road pro- 
gressed slowly, partly on account of litigation and partly 
the City 
Council passed an ordinance authorizing the return to 
the company of the deposit of $100,000, required by the 
terms of the ordinance of November 24, 1890, and requir- 
ing the company to file in its place a bond for $200,000, 
guaranteeing the performance of the conditions imposed. 
naine of the corporation was 
changed by the substitution of the word ‘‘railroad’’ for 
at a meeting held 
the change. 
May 15, 1893, an ordinance was passed giving the com- 
pany permission to build a number of branches, one of 
of Market and Lake 
Madison 
This branch has been built as an extension of 
the line authorized by the ordinances of November 24, 
1890, and all trains run to the Madison street terminus. 
Of the other branches authorized, one was to leave the main 
La Salle and Jefferson streets, 
and run northerly or northeasterly to Fullerton avenue 
Sheffield and Larrabee streets, and 
from thence in a northerly or northeasterly direction to 
Another was to begin at a point on the 
east or west from Halstead 
Of the two other 
branch lines projected, one was to begin at a point on the 
main line between Rockwell street and California avenue, 
run north to Diversey and from there in a northwesterly 
direction to the city limits; while the other was a short 
line extending south from the main line to Madison street 


vated Railway Company. 


street west to the city limits. 


nue and east to Market street from Canal street. 


these structures safe. 


tor financial reasons. On November 30, 1891, 


August 30, 1892, the 


‘“‘railway,’? and the City Council, 
December 19 of the same year confirmed 


them beginning at the corner 
streets and extending southward on Market to 


street. 


line at a point between 


at a point between 
the city limits. 


main line within 750 feet 
street and run south to the city limits. 


between Hamlin avenue and West Forty-first street. 


Still another ordinance passed by the City Council on 





road Gazette, of March 7, 1890. The locomotives used by 
the company were built by the Rhode Island Locomotive 
Works and were illustrated in the Raz/road Gazette of 
August 4 and 11, 1893. f 
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south branch to the west, running to a point not more 
than 1,000 feet west of Halstead street, from which point 
it was to branch both in a northwesterly and a south- 
westerly direction. Another branch was to ieave the 
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Sketch Map of Chicago Elevated Railroads. 


An ordinance was passed January 8, 1894, by the City 
Council, giving to the Northwestern Elevated Railroad 
Company permission to construct an ele vated line from a 
point on or north of Monroe street, and between Wabash 
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Fig. 1.—Tracks of the Lake Street Elevated Railroad Company on Lake Street Bridge. 


October 1, 1894, gave this compary permission to extend 
their line east on Lake street from Market street to 
Wabash avenue. 

The design of the greater patt of the structure which 
is shown in the Aaz/- 


this company has thus far erected 


avenue and Market street, north to the river at a point 
between Cass street and the north branch of the Tiver, 
and _north or northwest to the city limits. One branch 
named in the ordinance was to leave the main line at a 
point between Monroe street and the river and cross th 
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main line at a point between North avenue and Chicago 
avenue, and run west to a point between Western avenue 
and Ashland avenue, from whence it was to extend north, 
A third branch was to leave the main line at a point be- 
tween Divetsey avenue and North avenue and extend in 
a northerly direction to the city limits, while the fourth 
branch was to leave the main line between North avenue 
and Belmont avenue and run west to the city limits, 
Electricity was to be used as the motive power on the 
lines of this company. The preliminary work on the 
main line was conducted with such a show of vigor that 
the management of the North Chicago Street Railroad 
and the West Chicago Street Railroad Companies, ap- 
parently thinking it bettter to control the new company 
than to fight it, acquired a large interest in it, In order 
to protect their north and west side interests, provide 
down-town terminals for the Northwestern Elevated lines 
and gain control of the franchise of the Lake Street Ele- 
vated Railroad Company, which practically covers the 
same territory as that of the Northwestern Elevated Com- 


pany, asyndicate representing the management of the sur- . 


face lines above referred to recently bought enough of 
the stock of the Lake Street Elevated Railroad Company 
to give them control of it. The two elevated companies 
are thus practically consolidated, so far as management 
is concerned, with the street railroad companies of the 
north and west sides. 

It is not an easy matter to find out from the manage- 
ment of the combination what it is proposed to do in the 
way of building over the lines covered by the ordinances 
granted to the elevated railroad companies. So far as 
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can be learned, however, it is the intention to push the 
construction of the extension of the Lake Street Road to 
Wabash avenue, and follow this with a branch to the 
north under the ordinance granted to one of the two com- 
panies, and a branch on the main line tothe north and 
west under the ordinance granted to the Lake Street Ele- 
vated Railroad Company. This company filed last spring 
with the Commissioner of Public Works the route over 
which it was proposed to build these branches. The 
Northwestern Elevated Company has filed its proposed 
route only so far north as North avenue. Their franchise 
requires that the routes over which they propose to build 














Fig. 2.—West Pier, Four Track Bridge, West Side 
Short Span adjoining. 


shall be filed within a year of the acceptance of the 
ordinance, or by the first of next February. 

From the map accompanying this article it will be seen 
that the proposed line of the Northwestern Elevated Com- 
pany turns north at a point almost directly south of the 
proposed line of the Lake Street Elevated Road, and a 
short distance east of Halstead street. So far as known, 
no steps have been taken to acquire the necessary right 
of way along the line laid out by the Lake Street Com- 
pany. The Northwestern Elevated Company, however, 
is said to be quietly buying property along the proposed 
right of way. 

With the exception of one short line of electric road, 
the Metropolitan West Side Elevated Railroad Company 





to the northeast and a line 1,000 feet to the southwest to 
a point near the city limits, and one from a point on the 
Milwaukee avenue branch between North avenue and 
Bloomingdale road west to the city limits. 

The construction of this road has been energetically 
pushed ever since the franchise was granted. At present 
the main line is constructed, rails laid and stations prac- 
tically finished, from Jefferson street west to Forty-eighth 
street, a distance of 5% miles. From Jefferson street 
west to Paulina street, the road is a four-track structure, 
and from Paulina street west a two-track structure. East 
of Jefferson street the wo1k has been delayed by litiga- 
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Metropolitan Elevated, 


tion over property between that street and Canal street. 
From the east line of Canal street to the west bank of 
the Chicago River, a viaduct of two spans will carry the 
four tracks of this road. ‘The viaduct is now under con- 
struction and will soon be completed. The bridge over 
the river will be of the bascule type, as shown in the 
Railroad Gazette, of October 20, 1893. The construction 
of the west bridge pier is now practically completed, and 
work will soon begin on the east pier. Fig. 2, gives an 
idea of the appearance of the west pier and the short 
span adjoining. The buildings on the right of way east of 
the river are being rapidly removed to make way for the 
structure, which it is proposed to erect as soon as the 
bridge is completed. It is expected that the litigation 


THE RAILROAD GAZETTE. 





.é 012.0. 0.0.0-—~ 


Ses Ke 
aN 
eee 








733 


tion as soon as the motive power equipment is on hand 
and in working order. The work of construction has 
not yet been commenced on the branch west of North 
avenue. 

It will be observed that this line crosses the Lake 
| Street Elevated Road a short distance west of Paulina 
| street. Fig. 3 shows the crossing of the two roads at 
| this point, the structure of the Metropolitan road clear- 
| ing the rails of the Lake Street Road by about 14 feet. 
| The columns supporting the structures of this portion of 

the Metropolitan Road are all of a standard length for 
| level track and ate placed upon masonry piers of suffi- 











Fig. 4.—Crossing of Lake Street Elevated Railroad and Belt Railway of Chicago 
on West Lake Street. 


cient height to lift the structure to the required point. 
The elevation of the line begins shortly after leaving the 
main line of the road and reaches a maximum at the 
crossing. The columns next to the street are not sup- 
ported by masonry piers, but by the construction shown 
in our illustration. 

Fig. 4 shows a crossing of similar character of the 
Lake Stieet Elevated structure over that of the Belt Rail- 
way near West street. It will be observed from Figs. 3 
and 4 that the structure of the Lake Street Elevated Road 
differs materially from that of the Metropolitan, and 
from that of the Chicago & South Side Rapid Transit 
Railroad Company, as shown in the Railroad Gazette, 
of April 4 and 11, 1890. This is partly due to the fact 
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Fig. 3.—Crossing of Milwaukee Avenue branch of West Side Metropolitan Elevated 


Fig. 5.—Foundations 


over the Lake Street Elevated on Lake Street. 


will offer practically the only competition to the above 
mentioned combination in the west and northwest part of 
the city. This company is acting under an ordinance 
granted March 21, 1892, authorizing it to construct an ele- 
vated road, the main line of which should extend from 
Fifth avenue, between Congress and Jackson streets, west 


to the city limits. Three branch lines are authorized, one | and the building of the stations up to a point near 


from a point on the main line between Ashland avenue 
and Wood street, south toa point between Eighteenth 


and Twenty-second streets, and west to the city limits; | the structure erected as fast as possible. 
already well advanced on the stations along this line and 


another north from the same point to Milwaukee avenue, 








over property on the shott section between Canal and 
Jefferson streets will soon be adjusted and the structure 
erected. 

At the present time construction is being pushed along 
the Milwaukee avenue branch of the road. The structure 
is already completed, except forthe laying of the rails 


North avenue. The necessary right of way along this line 
has been secured andthe foundations are being laid and 
The work is 


and parallel to Milwaukee avenue, between a line 400 feet | it is probable that the branch will be ready for opera- 














of Power House, West Side Metropolitan Elevated. 


that the structure of the Lake Street Elevated Railroad 
is built over the street and the columns set outside of the 
curb lines, while the structure of the other two 1oads is 
built on alleys, or upou property owned or leased by the 
company. 

Fig. 5 shows part of the foundation for the power 
house of the Metropolitan West Side Elevated. As men- 
tioned some time ago in the Railroad Gazelle, this com- 
pany will use electricity as a motive power, employing 
a third rail system similar to that used on the Intramural 
Railway at the World’s Fair. This building, when com- 
pleted, will be 600 feet long, 90 feet wide and will have 
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an average height of 70 feet. Only one-half of this is to 
be put up at present, the remainder of the structure being 
added as the extensions of the lines demand an increase 
The building will be of steel construction, 
and will be fire- 


of power. 
with red brick walls and slaie roof, 
The engine room is to be 300 feet long and will 
The boiler equipment 


proof. 
afford space for eight engines. 
will be in a separate house and will consist of 36 boilers 
of 300 horse-power each. 

The station equipment consists of four engines from 
the E. P. Allis Company of Milwaukee, two of which are 
of 2,000 horse-power and the other two of 1,100 horse- 
power. These engines will be vertical, direct connected, 
cross compound condensing engines of a new design. 
The dynamos are to be furnished by the General Electric 
Company ; two of them are to be of 1,500 kilowatts and 
two of 800 kilowatts capacity. 

The power plant between Throop and Loomis streets 
when completed will occupy the entire space bounded 
by the tracks and the two streets. The building shown 
in the bacxground is an electric light plant owned by the 
city and will shoitly be torn down and removed. The 
illustration shows the two track structures at the south of 
the power house. A similar structure carrying the other 
two tracks will be built over the boiler house on the 
opposite side of the excavation for the foundations. 

This road, when completed, will doubtless be the best 
equipped elevated road in the world. All details have 
been carefully and thoroughly worked out, and no expense 
has been spared to make the road as nearly perfect as 
possible. 

The subject of down-town loops or terminals is one 
that has not yet been satisfactorily solved. A double 
track loop covering a large part of the down-town dis- 
trict would probably best accommodate the patrons of 
all the roads, and several plans for such a loop have 
been brought up, either by parties interested in some of 
the roads or by outsiders who propose to build the loop 
and make arrangements with the various roads for the 
handling of their trains. The plans proposed by the 
roads themselves or those interested have not, as a 
general thing, provided for the accommodation of all the 
roads. It is reported that the management of the Lake 
Street aud the Northwestern Elevated roads have offered 
to build a loop for the accommodation of themselves and 
the ‘‘Alley Elevated.’’ This would probably not be 
satisfactory, as itseems more probable that the Alley 
Elevated and the Metropolitan Roads will build a loop 
for joint use, unless the management of the North- 
western and Lake Street roads acquire the control of the 
“Alley Elevated,’’ which it is reported, may be done. The 
management of the Metropolitan Road have given out 
none of their plans for getting farther into the business 
district. but appear to be concentrating all their energies 
upn the completion of their main line and branches and 
the early operation of the road. 

A call has been issued fo1 a special meeting of the 
stockholders of this company on Nov. 9, to pass upona 
plan for further encroachments upon the territory of the 
Lake Street and Northwestern roads, it being proposed to 
run a branch northward parallel to the lines projected by 
the other two companies,and one south from the main line 
parallel to Halstead street along which the Lake Street 
company filed a route last January. Other branches and 
feeders are also proposed. ‘This action of the officials of 
the Metropolitan has been variously interpreted, some 
professing to believe that it is an attempt to force the 
management of the Lake Street & Northwestern roads 
to unite with the Metropolitan ina downtown loop, while 
others claim that the announcement results from efforts 
on the part of those interested in the Lake Street and 
Northwestern roads to gain control of the Metropolitan 
road through the purchase of the stock of the West Side 
Construction Company, the company organized to build 
the road. The officials of the Metropolitan deny that 
there have been negotiations for the sale of any of its 
property, and claim that the annouticement merely,means 
that it is proposed to protect the lines now under con- 
struction and nearly completed by the construction of 
branches and feeders, and make the property a paying 
investment. There seems to be a general feeling, how- 
ever, that no one need be greatly surprised, if within 
two or three years, all of the elevated lines named, to- 
gether with the surface lines of the North Chicago and 
West Chicago street railroad companies, are under one 
management, thus leaving the Chicago City Railway Co. 
as the only independent transportation company in the 
city. 

This question of down-town terminals is probably the 
most important one with which the roads have to deal at 
present. Later on, the construction of branch lines will 
probably be taken up. It would appear that the present 
lines, when provided ‘vith proper down-town terminals, 
will be able, with the help of branch lines, to serve the 
territory about Chicago in avery effectual manner, A num- 
ber of steam surface roads are now doing a good suburban 
which wiil probably increase. Among the 
more important of these are the Illinois Central, Chicago 
& North Western and the Chicago, Burlington & Quincy. 
The Chicago & Eastern Illinois, the Lake Shore & 
Michigan Southern, the Chicago Rock Island & Pacific, 
the Pittsburg, Ft. Wayne & Chicago, and the Chicago 
Milwaukee & St. Paul are also doing some suburban 
business, with prospects of a considerable increase as 


business, 


the population of the towns along their lines invreases, 
The surface roads, however, do not affect the elevated 
1oads so much as might be expected from the number of 


passengers carried, as the greater part of their traffic is 
from points beyond those to which the elevated roads are 
likely to extend. 

The elevated roads will, when provided with branches 
and suitable terminals, perhaps reduce the earnings of 
the horsecar and cable lines, as they are naturally pre- 
ferable for long hauls. The street railroad companies 
are, howevet, equipping the greater part of their horse 
car lines with electricity, and are making a_ strong effort 
to hold their own against the elevated lines. 

The section of the city which is most in need ot better 
transportation facilities is that into which the Milwaukee 
avenue and North avenue lines of the Metropolitan Com- 
pany willextend. The territory is very thickly settled, 
but is dependent upon the cable lines on Milwaukee 
avenue and West Madison street and a few cross town 
lines with horsecars. 

The main line of this company will probably do a 
good business also, though it is paralleled by the Madison 
street cable line and several horse car lines, as well as 
the main line of the Lake Street Elevated Railroad. 
There is a large territory along this line, which, although 
at present thinly settled, would be very desirable if fur- 
nished with rapid transit facilities. The same may also 
be said of the main line of the Lake Street Elevated 
Road, though it has considerable competition in the 
suburban service of the Galena division of the Chicago 
& Northwestern Railway. I: has the advantage, how- 
ever, in getting further down town, and in running 
trains oftener. The north branches proposed by the Lake 
Street and Northwestern Elevated Companies, though 
passing through much well-settled territory, will have 
to meet the competition of the suburban service on the 
Milwaukee division of the Chicago & Northewstern, and 
the Evanston division of the Chicago, Milwaukee & St. 
Paul Railroads, and divide the remaining tiaffic with the 
lines of the North Shore Electric Company and the North 
Chicago Street Railway Company. 

The ‘‘Alley Elevated’’ is at a considerable disadvantage 
in having on one side the State street and on the other 
side the Cottage Grove avenue cable lines of the Chicago 
City Railway, and in having to compete at its lower end 
with the express service of the Jllinois Central Railroad, 
on which the run up town is made in about one-third of 

he time required on the elevated line. Notwithstanding 

these disadvantages, the line could probably be made a 
success if conducted and operated on an independent 
basis. The territory through which it runs is by no 
means thickly populated, though quite desirable, and the 
road will sometime be in a position to do a paying 
business. 





American Railway Association. 





The regular fall meeting of this Association was held 
in New York City on Oct. 17, over 100 representatives 
being present. The membership of the Association is 
now 179 companies, operating 145,000 miles of rvuad. 
Colovel H. S. Haines, the President of the Association, 
who has presided at every meeting since 1887, was de- 
tained at home by sickness and the chair was occupied 
by Mr. E. B. Thomas, First Vice-President of the Asso- 
ciation. 

The first business before the meeting was a communica- 
tion from the International Railway Congress inviting 
the Association, which is styled a ‘‘syndicate of railway 
managements,’’ to become3fa member of the Congress. 
The invitation was unanimously accepted, and, on the re- 
commendation of the Executive Committee, a resolution 
was passed requesting Colonel Haines to become the rep- 
resentative of the Association at the meeting of the Con- 
gress to be held in London in June, 1895. The resolu- 
tions were in terms highly complimentary to Colonel 
Haines, and contained a paragraph instructing the Execu- 
tive Committee to pay his expenses to the Congress. A 
telegram was at once sent to Colonel Haines notifying him 
of the action of the Association. Under the terms of the 
invitation the Association is entitled to eight delegates. 

The Executive Committee presented a communication 
from the Master Car Builders’ Association asking ap- 
proval of the M. C. B. Association's adopted standards of 
details of car construction. The Executive Committee 
presented a resolution endorsing these standards, and it 
was adopted. The M. C. B. Association also sent a com- 
munication concerning a standard wheel and track gage. 
The Executive Committee was ordered to appoint a 
committee of three to take up this subject and to confer 
with the Master Car Builders’ and the Roadmasters’ As- 
sociations; if these conferences result in a satisfactory 
conclusion the Executive Committee is to take a letter 
ballot, with power to declare the result thereof the stand- 
ard of the Association, if it shall see fit to do so. 

Mr. Willard A. Smith representing a committee of the 
Master Mechanics’ Association presented a request for as- 
sistance in the proposed co operation in locomotive tests at 
Purdue University. The Executive Committee, however, 
did not recommend action on this request at present. The 
sentiment of the meeting seemed to be that in the present 
stage of the matter it ought to be managed wholly by the 
Master Mechanics’ Association. Several general man- 
agers who were not in favor of taking action at this meet- 
ing manifested the intention to favor the tests through 
their mechanical departments. 

The Car Service Committee presented a report sug- 
gesting that a vote be taken as to whether the rate on in- 
terchanged freight cars ought to be’5 mills or™6 mills a 
mile, but fafter a statement of the present movement to 








secule uniformity as between the Eastern and Western 


railroads, the Association decided to take no action at 
present. A resolution was passed requesting the com- 


mittee to consider the practicability of the adoption of 
straight per diem and report at the next meeting. The 
report of this committee presented a summary of the re- 
plies received from railroads which for the first half of 
this year kept both a mileage and a per diem account of 
foreign car movements. On 69 roads, for the six months, 
the mileage of borrowed cars was 575,703,865 and the 


number of days on which per diem would have applied 
was 21,478,732. At 7% mills a mile the mileage equalled 
$4,317,779, which is equal to 20.1 cents a day; or to5 
mills a mile and 6.75 cents a day. These results tend to 
bear out the conclusions of the committee presented in 
April, 1893, when it was estimated that 5 mills a mile and 
6 cents a day would produce results equal to 7% mills a 


mile. 
The Committee on Safety Appliances gave notice of a 


slight change in its circular regarding the position of 
hand holds and grab irons on freight cars. 


The Joint Committee made a report on block signaling, 
recomimending certain alterations in its signal definitions, 


designed to meet the criticisms made at the spring 
meeting. It was again stated that the matter presented 
by this committee was only for information and discus- 


sion. An inte1esting’debate followed, during which it was 
developed that the feeling in favor of the use of green 


lights instead of white for safety signals at night is rap- 
idly growing among members of the Association. This 


committee also presented the following report on Colored 
Lights. 

The committee has made some observations with col- 
ored lights other than red and green for the purpose of 
finding one which will answer for a caution signal where 
red is used for danger and green for safety. It is now 
generally conceded by scientists that there are but three 
primary colors, red, green and blue, and that all other 
so-called colors are produced by different combinations 
of these three. Two of these, viz., red and green, have 
already been adopted as standard signal colors, and jit 
will probably be apparent from what follows that we 
cannot make use of the primary color blue, or violet, 
for signal purposes. 

Accurately speaking, it is not the office of colored glass 
in a signal lamp to change the color of the light passing 
through it. The fact in the case is that the glass adds 
nothing to the light given out by the lamp. It simply 
absorbs a large part of the light, destroying it as far as 
the sense of sight is concerned, and allows to pass 
through it and reach the eye of an observer only such 
rays as correspond with the color of the glass. To illus- 
trate: Ifa piece of red glass is placed before a source of 
light, it absorbs both the green and the blue rays, so that 
they are not seen, and allows the red to pass through, and 
in this way apparently changes the color of the light to 
red. It is also true that, if there were no red rays in the 
source of light, a red glass would allow no light to pass 
through it to be seen, as it would absorb the green and 
blue, and, there being no red rays, there could be no 
light transmitted by the glass. It is evident from this 
that the character of the light from a signal lamp has an 
important bearing on the subject. 

The application of the foregoing to the subject ic nand is 
made as follows: Three distinct colors are wanted forsignal 
lights. One for danger; for which red is the accep'ed 
standard. Another for safety; for which gteen is avail- 
able. Leaving but one primary color to use for caution, 
viz.: blue. This cannot be satisfactorily used for the fol- 
lowing reasons: The light given by a kerosene lamp is 
composed almost entrely of red and green, the combina- 
tion producing yellow. The blue rays are few. It there- 
fore follows that, as a blue glass will absorb the red and 
green, allowing only the small amount of blue in the 
flame to reach the eye, a blue signal light produced by a 
kerosene lamg will be feeble and indistinct. Actual tests 
corroborate this conclusion. If the source of ‘light gave 
a pure white, which would contain blue, as well as the 
other colors, it is possible that blue could be used for 
caution. The committee is, however, strongly impressed 
that it could not be used successfully, because blue, or 
violet, at its best. is but a feeble color, and can scarcely 
be seen at a distance of 1,000 ft. Amber, or yellow, is a 
combination of red and green. The giasses of this color 
give a bright signal which can be seen as plainly as 
either the red or green at any distance; but, when the 
color is deep it might easily be taken for red, and when 
not so deep could not be definitely distinguished from a 
white light. 

It seems reasonably certain from the theoretical consid- 
erations presented that there will be no satisfactory col- 
ored light found for a caution signal if green is used for 
the clear signal, and therefore some combination of 
lights would have to be used for this purpose. If it is 
thought best not to use a white light for any signal pur- 
pose, it will necessarily follow that this combination will 
be red and green. 

It has been found in actual practice that a caution sig- 
nal of red and green in combination, placed about nine 
inches apart, and illuminated from one suurce of light, 
can be used successfully and be clearly seen as separate 
and distinct signal colors at a distance of more than 
2,500 ft. 

It would therefore appear to the Committee that the 
use of colored lights in combination is practicable for 
cautionary signal purposes. 

For the greater part of the foregoing information the 
committee is indebted to Mr. C. H. Quereau, Engineer 
of Tests, Chicago, Burlington & Quincy. 

The Committee on General Regulations for Employees, 
which has now been made a standing committee, pre- 


sented an elaborate code of rules for employees, covering 
subjects not treated in the standard code. The nature of 
the code thus presented was explained in the Raz/road 
Gazette of Oct. 12, page 704. The committee hopes to 
take up and discuss this code in detail and perhaps 
digest some or all ef it sufficiently to present it in shape 
for action at the next meeting. 

The Wabash, the Chicago, Milwaukee & St Paul and 
the Norfolk & Westera were re-elected to the Car Service 
Committee. The Richmond, Fredericksburg & Potomac, 
the Chicago & Northwestern and the Philadelphia & 
Reading were re-elected to the Safety Appliances Com- 
mittee. The next meeting of the Association will be held 
in St. Louis on April 7, 1895. 
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Lehigh Valley Coal Storage Plant at West Superior. 





The equipment of the Lehigh Valley Coal Company’s 
new dock at West Superior, Wis., involves novelty of 
design, rapidity of operation and economy in costs of 
handling, which have attracted much attention and 
deserve more complete description than has yet appeared. 
The dock itself,which is solidly filled in with sand, com- 
prises about 500,000 square feet, and has some 800 feet 
frontage. Upon this space, from the designs and under 
the superintendence of the Dodge Coal Storage Co., Nice- 
town, Pa., a plant 1s being erected which will combine 





Sketch of the Dodge Coal Storage as used at West Superior. 


maximum of storage capacity and of facility for receiv- 
ing and re-shipping both anthracite and bituminous coal. 
The ‘‘Dodge system,’’ by which the anthracite coal will 
be handled, is familiar to the coal roads of the East, 
where it has been in use since 1889. Records of the 
various plants fully warrant the conclusion that cost of 
handling by this system at West Superior, inclusive of 
the work of unloading vessels, will not exceed 5 cents a 
ton. 

The plant will be encircled by a 1ailroad track, which, 
entering the dock at the southern end, runs up-grade 
along the rear to a car platform 15 or 20 ft. high; ascends 
along the north side, separates at the water front into a 
double track and traverses the face of the dock to the place 
of entrance. The space encircled by this track will be 
occupied by, first an anthracite storage plant consisting 
of two circular buildings with parabolic roofs. Each 
building is 246 ft. in diameter and about 100 ft. high at 














and operated by power, will be brought into service. 
This conveyor, moving upon circular tracks, will attack 
either side of the remaining coal, drawing it tothe center 
of the building and there discharging it into the tunnel 
conveyor beneath. In all of these operations the promin- 
ent feature is the flowing or sliding of the coal and_the 
avoidance of breakage. 

That part of the dock lying to the north of the anthra- 
cite plant is to be occupied by machinery for handling 


This machinery consists of a double- 
long, 


bituminous coal. 
run reversible Dodge conveyor about 300 ft. 
parallel to the face of the dock, which delivers the coal 





received either directly from the vessels or from the 
storage ground, into a reloading pocket adapted to dis- 
charge it into box cars. In connection with this conveyor 
there will be operated a second reversible conveyor 
mounted upon a truss 245 ft. long, catried by towers 30 
ft. in height, and adapted to move widthwise of the 
storage ground, remaining at alltimes at right angles 
with the iine of the wharf conveyor. This traversing con- 
veyor will receive coal from the wharf conveyor and de- 
posit it upon storage ground within its range of travel. 
For reloading, the stored coal will again be delivered to 
the traversing conveyor by two automatic shovels attached 
to the conveyor, and being carried to the wharf conveyor 
will by it in turn be delivered to the reloading pocket. 
Both anthracite and bituminous coal will be discharged 
from vessels by the Bogle system; three Bogle towers 
mounted on tracks parallel to the face of the dock, will 
be employed, and as each will be operated indepen- 





be largely used for the transmission of power, and wire 
rope haulage will be employed for the movement of 


cars through the dock. 





Passenger Fares in England and America. 


As the Editor of the Aatlroad Gazette assames—and 
doubtless he is in a position to judge—that Mr. Prout in 
Scribner’s Magazine puts forward his comparison of Eng- 
lish and American railway fares ‘‘somewhat experi- 
mentally’’ and ‘‘would like to have it torn to pieces by 
any American or Englishman who can demonstrate that 
the conclusions reached are wrong,’’ perhaps you will 
allow me space to show that the main conclusion, namely, 
that the average English fare is lower than the average 
American, is quite unquestionably right. Perhaps I may 
say to begin with that I am surprised to learn that this is 
news to American railroad men who have studied the 
subject.* Of course I was aware that Mr. Dorsey took our 
average fare at 2.33 cents per mile, and that General 
Horace Porter in his article on Railway Passenger Travel, 
in the volume entitled ‘‘Railways of America,’’ gave the 
general reader to understand that our fares were rathet 
more than 100 per cent. higher than yours, but I didn’t 
suppose that either of these statements was intended to 
be taken seriously. 

What your fare is I will take without question from 
your official returns. They state that in 1892 it averaged 
2.14 cents per mile.j J assume that this excludes the re- 
ceipts of the Pullman and Wagner companies on the one 
hand, but that on the other hand it includes for instance 
rebates given to scalpe:s with whom blocks of tickets are 
placed for sale in times of ‘‘war.’’ In the absence of 
statistics our English average cannot of course be given 
with accuracy. But that it is less than 1d. (2 cents) per 
mile is absolutely certain. Apart from season ticket 
holders (of whom more anon) our railways carried 1n 1893 
873 million passengers of whom all but 90 million were 
third-class. The number of third-class passengers who 
paid more than 1d. per mile is so fractional that it may 
be safely disregarded altogether. Ten years back there 
were quite considerable districts of the country where 
the third-class fares were as high even as 1d. per mile. 
But there is only one such district now—a portion of the 
Great Western’s South Wales system. Everywhere else the 
third-class fares have been reduced to the ‘‘Parliamentary”’ 
rate of one penny. 

Assuming then, for the moment, that the third-class paid 
1d. and that the first and second-class paid on the average 
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The Lehigh Valley Coal Company’s Storage Dock at West Superior, Wis. 


its apex. The coal will be stored in these by endless 
conveyors or trimmers of the Dodge system, which con- 
veyors will be fed by chutes from pockets located near 
the face of the wharf. For re-shipment, the coal will be 
drawn from each of these buildings into a 6 ft. diameter 
cast iron tunnel, which extends from the center of the 
building to its circumference. Within this tunnel another 
chain conveyor will be operated, which, after drawing 
the coal to the circumference of the building, will carry 
it up an incline and flow it through screens into cars 
located upon either of the two tracks between which the 
screen house stands. The underground tunnel will re- 
ceive coal within the buildings through openings p1o- 
vided with gates and chutes. When so much of the coal 
has been removed in this manner that it will no longer 
flow by gravity through the openings into the tunnel, a 
ground reloader, pivoted at the center of the building 


From a photograph taken during construction. 


| dently of the others, either kind of coal can be dis- 
charged from any point of the dock front. The storage 
capacity of the plant is 145,000 tons, and cost of the 
entire equipment as above described will be considerably 
less than $2a ton. The arrangements for screening are 
ve1y complete, and appearto insure both rapid work 
and thorough cleaning of the coal. Retail pockets are 
also provided in the general plan for convenience of the 
local trade. The general contract is in the hands of the 
Dodge Coal Storage Co., and being executed under their 
supervision. The Link-Belt companies supply the 
machinery. The work of erection is in the hands of the 
Barnett & Record Co., of Minneapolis, and the structural 
work is being furnished by the Allentown Rolling Mills, 
of Allentown, Pa. The Link-Belt Machinery Co.’s water 
tube boilers will supply steam to the various engines, 





which will be located conveniently. Manilla ropes will 


1%d.—and this is certainly an ample estimate, for two- 
thirds of them were second-class and the second-class is 
generally a good deal less than 1%d. a mile—we should 
have 1.05d. as the average English fare. But now we come 
to the deductions from this possible maximum. In the 
first place there is the enormous season ticket travel. The 
season ticket receipts last year amounted to over 2% 
millions ste1ling—one-twelfth of the entire passenger 
earnings in the country. Mr. Dorsey, a writer certainly 
not biased in our favor, estimated 10 years back that an 
English season ticket holder travelled on the average 600 
miles for every £1; in other words, that is, paid #d. per 





* Probably it is not news to those who have studied the matter. 
Nine years ago Prof. Hadley came to the conclusion that Eng- 
lish passenger rates were undoubtedly lower than ours; but the 
contrary notion is remarkably widespread and .persistent.— 
EpITor. 

+The Interstate Com. Commission gives 2.126 in 1892 and 2.108 





in 1893. Poor gives 2.143 in 1892 and 2.046 in 1893.—EbiTor. 
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mile.{ Even 1f we take the average rate at %d., season 
ticket holders alone do much more to reduce our average 
mileage rate for all traffic below 1d. than the ordinary first 
and second-class passengers do to raise it above this point. 

I will not enlarge upon the various special tickets at 
reduced rates, some of them, ‘as, for instance, the bulk of 
the tourist and excursion tickets, only issued for the 
summer half of the year; others, such as workmen’s 
tickets, market tickets, and afternoon half-holiday tickets, 
issued all the year round. The article in Scriémer’s has 
already called attention to them. But I should like to 
mention other derogations frum the normal 1d. a mile 
standard,which are of very considerable importance. All 
over the North Eastern system third-class tickets are ha- 
bitually issued at about 1.60d. per mile for the double jour- 
ney. In Scotland also third-class returns ‘always carry a 
large reduction. From Glasgow and Edinburgh to the noith 
the return fare is frequently on the basis of 14d. for the 
return journey. Then again, where railways come into 
competition with steamboat traffic, actual or, potential, 
the rate is immensely below the Id. a mile standard; e. g., 
Glasgow to Helensburgh and back (48% miles) the fare is 
is.,6d. ; London to Tilbury and back (46 miles), 1s.,6d. also. 
A word should also be said of the class of reductions, the 
regulations for which occupy many pages in the official 
Clearing-House publications, which are given to mem- 
bers of cricket, football and other clubs, to bands of mu- 





figure to be somewhere between .65 and .75 of one penny 
per mile; that it cannot be higher than .80 I feel abso- 
lutely sure. Why our Board of Trade, which publishes 
annually columns of railway statistics of no interest to 
any human being, has never called on the railway com- 
panies to furnish this most important information, or 





how, failing the Board of Trade, our railway companies, 
who are constantly told by their enemies—and they have 
many enemies and very few friends—that their fares are 
the highest in the world, fail to see the desirability in 
their own interest of furnishing precise statistics them- 
selves, a mere outside observer must confess himself at a 
loss to imagine. W. M. ACWORTH. 





Selden & Riley’s Highway Crossing Signal. 


The expense of maintaining watchmen and gates at 
grade crossings of highways is so large that the ase of 
electrical or other warning devices, which are operated 
by an approaching train, is a subject in which railroad 
managers are always interested, and the number of in- 
ventors seems to be multiplying. Among the devices 
now in the field is the ‘‘S. & R.’’ signal, largely used 
on the Baltimore & Ohio and other railroads, including 
the Chesapeake & Ohio, the Long Island and the New 
York & New England. 

This signal is the joint invention of Mr. Charles Selden, 


















































The manner in which the signal is operated, on single 
tiack, is as follows: 

A train starting at X will cause the lever in box E to 
make contact, closing the stop magnet Sand holding the 
armature against it. The circuit enters the magnet S 
at 5 and goes to battery through post 3 and wire 4. At 
the next instant, the lever in box A is depressed, closing 
magnet R (through post 1, out at post 3 and by wire 4 to 
battery). This has a tendency to attract the armature in 
the other direction; but, the stop magnet S being the 
stronger of the two within the relay, the armature re- 
mains as first placed until the last wheel of the engine 
or train has passed off of the box E; then the wheels con- 
tinue to depress the lever of box A, thus closing the 
circuit through the magnet (R) attracting the armature, 
closing the local points, making the circuit through post 
-2, wires 8 and 9 to battery and return through wires 3 
and 10. This causes the bell to ring. The bell will con- 
tinue ringing untii such time as another stop box, placed 
where it may be desired, is reached, when the current 
will again be diverted to the stop magnet of the relay and 
the bell will cease ringing. A train entering at point W 
will have exactly the same effect. 

The diagram shows a metalic circuit; the signal will 
work with a grounded circuit; but, as is well-known, 
any signal employing metallic circuits is- much less 
liable to trouble from the effects of lightning. The use of 
grounded or metallic circuits is entirely optional with 
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ing. Jf runs through the very important residential dis- 
tricts of Highgate, Riding, Dorking, Guildford, Aldershot 
and Workingham to Reading. When it reaches this latter 
town, nearly 70 miles from London, it comes in contact 
with the Great Western which has run ‘straight as an 
arrow from London in 36 miles. Consequently at no point 
en route is the South Eastern able to charge a passenger 
more than 3s., which represents the normal 1d. a mile 
fare to Reading by the Great Western. Similarly the 
Great Western fares between London or Wilts and Dorset 
are cut by the South Western, operating, as the soldiers 
say, on interior lines, while in return the Great Western 
does the same for the very important Midland route be- 
tween Birmingham and Bristol. For though your long 
and short haul clause has never been enacted into law in 
this country, and indeed is ignored entirely in the case of 
goods traffic, in the case of passenger traffic it is practi- 
cally always respected. Indeed, the 1ailway companies 
can hardly help themselves. For it is very unlikely that 
any court would be found to convict a passenger at ordi- 
nary fares—in the case of special excursion traffic the rule 
is otherwise—who should take a ticket for the longer, if 
cheaper, distance, and then get out at an intermediate 
station and decline to continue his journey. 

Tosum up. It is abundantly clear that the number of 
miles of passenger travel paid for at less than 1d. a mile 
is many fold greater than the number paid for above that 
figure. One might safely go further and say that for every 
mile travelled at more than lld., there are probably 100 
miles charged at less than td. It is therefore quite cer- 
tain that the average English fare is a good way below 
ld. per mile travelled. Precisely how far below no one 


can of course say. For my own part I should expect the 





{The basis on which season ticket rates are calculated may be 
said to be Ws. first-class and 25s, second-class per double mile per 
annuum, In return for this the passenger may beassumed to travel 
tive times each way per week for 48 weeks. We have, therefore, 
480 miles for 300 pence = 34d. per mile first-class, and 480 miles 
for 300 pence = d. per mile second-class. This is, however, for 
short distances. For long distances, which bulk largely in 
mileage, though not in uumber of tickets issued, the rate per 
mile is much lower, ¢. ¢., between London and Brighton, 50 miles, 
£30: between London and Cambridge, 57 miles, £40. But 
further, though third-class season tickets are exceptional around 
London, around the great towns of Lancashire, Yorkshire and 
Northumberland, which have an enormous season ticket busi- 
ness, as also all over Scotland, third-class season tickets are 
universal. They may safely be put down as not more than }éd. 





Selden & Riley’s Highway Crossing Signal. 


Superintendent of Telegraph of the Baltimore & Ohio, 
who has had many years of railroad and electrical ex- 
perience, and Mr. H. V. Riley, who for 40 years has 
been constantly engaged in this kind of work. Their 
aim was to get a signal adapted to both single and double 
track, one that would be simple in construction and 
maintenance, requiring no adjustment after once being 
placed, employing no polarized magnets, employing no 
weights or springs to be wound up, and in no sense 
a time signal. 

A number of crossing accidents have been occasioned 
(through the carelessness of wayfarers) by the fact that 
the alarm, set to commence sounding a proper length of 
time before the arrival of a passenger train, would begin 
ringing too soon when started by aslow moving freight 
train. In such a case it would ring so long before the 
train appeared that the person crossing would get tired 
of waiting, take chances and be struck by the train. 
This signal can be arranged so that the bell will not 
begin to 1ing until the last car of the train has passed 
over the track box, thus bringing the time of the passen- 
ger train from the starting point to the crossing to about 
the same as that of a freight train. 

The simplicity of the signal is such that an ordinary 
trackman can keep it in order, and it has a record of 
over 700,000 operations on one division of the Baltimore 
& Ohio, without a single known failure. The arrange- 
ment whereby a train may pass one way upon a track and 
operate the bell, and pass back over the same track with- 
out operating the bell, and without the employment of 
any time apparatus, is exceedingly ingenious. 

In the apparatus used on single track. There is an open- 
ing wire 2, and a closing wire 1, extending from the cross- 
ing in each direction to the point where it is desired to 
have approaching trains set the bell ringing. The clos- 
ing wire, completing the cicruit which causes the bell to 
ring, is connected to the track boxes marked A and B. 
The opening circuit, which causes the bell to cease ring- 
ing, is connected to the track boxes marked C, D, and E. 
These track boxes are suspended between the ties outside 
of the rail. The skort end of tke lever within the box is 
under tke base of the rail and in contact therewith and 
wken an engine or train passes‘over tke track the rail is 
slightly depressed, causing the lever to make the electric 





per mile. Third-class return tickets are habitually issued. 


contact and operate the signal, 


can once get down a hundred yards of T-rail and make 
a decent job of the paving, neither the officials nor the 
citizens will permit you to use anything else in the 
future. In three of the other cities, where there is at 
present no T-rail, the T-rail is about to be made a re- 
quirement on the companies. 

_ ‘Modern street railroad construction and street paving 
imply a broken stone, concrete or solid foundation, a 
high giider or T-rail, and a brick, asphalt or granite sur- 
face to the street in the large cities, or cedar block, cob- 
ble and macadam in the smaller ones. 

‘‘Asphalt or macadam can be paved as easily to a T-rail 
as to any other; they should be laid flush, and room 
should be made for the flange, running a railroad freight 
car, or other car, having a larger flange than the street 
car, over the track before it is opened for traffic. Bricks 
are now molded by many paving brick manufacturers to fit 
girder and T-rails, those for the latter allowing a small 
space for the flange of the car wheel. Whether it is more 
expensive to chip the corners of granite or medina blocks 
or to leave them intact a short distance from the head of 
the rail and fill the space thus made with asphalt, creo- 
soted wood or concrete, is open to question, but, in 
either case, a first-class job can be made. The writer is 
familiar with two excellent pieces of 56-pound T-rail con- 
struction on chairs, in one of which the pavement con- 
sists of 6-inch cedar blocks, and in the other of small 3 
or 4-inch cobble stones, both paved close to the rail with 
no filling. 

“It may be useful in arguments with city officials in 
favor of a T-rail, as against a grooved girder, to insist 
that a T-1ail is a girder rail with a head differing less 
from that of the grooved girder than this does from the 
tram or centre-bearing head. Also the substitution, in 
this country, of the steel base and upright member of the 
girder for the wooden stringer, took place befo1e the in- 
troduction of the grooved rail, and was due entirely to 
different causes and certainly has not been brought about 
by any demand for smooth streets originating with the 
cities or citizens. Such substitution is equivalent to that 
of steel for wood in buildings. The gi:der is an estab- 
lished fact; the grooved head, we hope, is merely a pass- 
ing fancy. The grooved rail might easily be a big-headed 
T out of which a piece corresponding to the groove had 
been planed. This can easily be shown by reference to 
cross sections. 

“Your committee has not gone more fully into the de- 
tails of construction from a street railway man’s point of 
view, because these must necessarily vary in different 
localities; but it suggests that the progress which has 
been made in girder rail construction in the past two or 
three years should not be lost sight of when we secure 
the T. Have it big enough and heavy enough. 

‘‘Attached to this report, in the form of an appendix, is 
a list of the street railroads which have answered in- 


* Extracts from a paper read at the Atlanta meeting of the 





American Street Railway Association. 
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queries, together with a synopsis of the answers, out of 
178 letters sent out, but 80 responses were received and, 
as above stated, of the ninety-eight who failed to come to 
time, more than fifty are using the T-rail, but whether in 
paved streets or not is unknown.”’ 





Erie Poling Car. 

The New York, Lake Erie & Western has recently intro- 

duced the practice of poling cars in some of its large 
yards, and three cars have been built especially for use 
in this work. ‘‘Poling,’’ as most of our readers know, 
is the method of distributing the cars in a long freight 
train by push- 
ing them with a 
pole or stake 
from an adjoin- 
ing track in- 
stead of back- 
ing them off by 
the locomotive 
attached to the 
train. The ap- 
paratus and 
methods were 
described in the 
Railroad Gazette 
in 1886, and 
again on Aug. 
18, 1893. On the 
Pennsylvania Railroad, where the plan was first exten- 
sively used, the pole is attached to the engine, the yard 
engine used for the purpose usually being fitted up so 
that cars can be pushed from either one of the four cor- 
ners of the engine. . 

The aim of the Erie people in making a special car is 
to provide an appliance which makes it possible to use 
any engine for this service. It isoften found 
convenient to use the road engines for distributing thei1 
own trains. The design of the car is clearly shown in the 
drawings. The pole is pivoted at the middle of the car, 
one on each side, the casting attached to the side sill 
being similar to the coupler casting used on the rear of 
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7th, on Central of New Jersey, at Bayway, N. J.,a 
passenger train which had been stopped in consequence 
of a burning freight car ahead of it, which had been set 
afire by tramps, was run into at the rear by an empty 
engine, about one minute afterward, doing slight dam- 
age. Just before the collision the passenger train started 
and a link connecting the engine to the train broke, al- 
lowing the engine to shoot ahead. In recoupling the 
engine tc the train the baggage man was injured. There 
was a dense fog at the time. 

8th, 3a. m., on Central of New Jersey, near Bound 
Brook, N. J., a freight train ran into the rear of a preced- 
ing freight which was taking water; engineer killed. 
There was a dense fog at the time. 

8th, on Fitchburg road, near the central shaft of the 
Hoosac Tunnel, a freight train ran into the rear of a pre- 
ceding freight which had been stopped on account of the 
breaking of a spring hanger on the engine, making a bad 
wieck which blocked both tracks about 24 hours. Two 
brakemen were killed and 3 others were injured. The 
reports indicate that the block signal operator at the en- 
trance of the tunnel admitted the second train before the 
first one had been reported as passing out of the block 
section. The section is about 5 miles long, the length of 
the tunnel. 

18th, on Southern Pacific, at Belmont, Cal., a passenger 
train ran over a misplaced switch and into a freight train 
standing on the side track, wrecking 5 freight cars. Two 
trainmen and 3 passengers were injured. 

22d, on Atchison, Topeka & Santa Fé, at Elmdale, 
Kan., a freight train ran into the rear of a preceding 
freight standing at the station, wrecking the engine and 
several cars. The fireman jumped off just before the col- 
lision occurred and was run over and killed. It is said 
that the flagman of the foremost train had not time to go 
back with a signal. 

28th on Chicago & Northwestern, at Denison, Ia., a 
freight train standing at the station was run into at the 
rear by a following freight, dong slight damage. A man 
riding on one of the cars was killed. The standing train 
was not protected by a flag. 

28th, on New York, Chicago & St. Louis, near Dun- 
kirk, N. Y., a freight train ran into the rear of a preced- 
ing freight, making a bad wreck. The fireman was in- 
jured by jumping. 

And 12 others on 12 roads, involving 5 passenger and 13 
freight and other trains. 


BUTTING. 


4th, 11 p. m., on Cleveland, Cincinnati, Ckicago & St. 
Louis, at Columbus, O., 8 loaded coal cars, which had be- 





come uncontrollable in the yard at Fifth aveaue, ran out 
upon the main track about two miles and collided with a 








men riding on the front end of the baggage car were 
killed. The engineer and one other trainman were injured. 

9th, 8p.m.,on Chicago & Northwestern, uear Barrington, 
Ill., a passenger train ran into a coal car on the Elgin, 
Joliet & Eastern at the crossing of the two roads, wreck- 
ing the engine and mail car as well as the coal car. The 
fireman was killed and 3 trainmen and 3 passengers were 
injured. 

10th, 11 p.m., on New York, Lake Erie & Western, near 
Turners, N. Y., a freight train pulling out of a side track 
was 1un into by a heavy freight train approaching on the 
main line and 18 cars were derailed. The train on the 
main line had become uncontrollable in consequence of 
the absence of one of the brakemen who had got off from 
the train a few minutes before. 

15th, 8 p.m., near Mineola, Tex., a passenger train of the 
Missouri, Kansas & Texas ran into some freight cars of 
the Texas & Pacific at the crossing of the two roads, mak- 
ing a bad wreck. One brakeman was killed and 3 passen- 
gers and 2 employees were injured. The freight cars had 
escaped, while being switched, from a freight train in the 
yard near by. 

26th, on New York & New England, near Sandersdale, 
Mass.. several cars of a freight train broke away on an 
ascending grade and ran back some distance and collided 
with a passenger train, making a considerable wreck. 
One freight car was burned up. The engineer was injured 
by jumping. 

27th, on Chicago, Milwaukee & St. Paul, near Algona, 
Ia., a passenger train ran into a freight car which had 
been blown out of a side track, derailing the freight car 
and engine. ‘The fireman was injured. 

30th, 12.10 a. m., on Pennsylvania road, at 30th st., 
Philadelphia, a switching engine collided with a freight 
train; the engineer and fireman jumped off and the engine 
ran a short distance uncontrolled; it soon met a south 
bound passenger train, but both were moving at moderate 
speed and the collision was not very violent. The engi- 
neer and fireman of the passenger train, 2 postal clerks 
and 2 passengers were injured. 

And 5 others on 5 roads, involving 3 passenger and 6 
freight and other trains. 


DERAILMENTS. 
DEFECTS OF ROAD. 


9th, on New Orleans & Southern, at Florisant, La., an 
excursion train was derailed and the engineer and one 
passenger were killed and several other passengers in- 
jured. A jury investigating the wreck recommended that 
the company be forbidden to operate the railroad until 
the track should be made safer. 

19th, on Oregon Railway & Navigation, near Celilo, 
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tenders. The pole is a wrought iron tube 10 ft. long, and 
has inside a wooden pole about one foot shoiter. In the 
outer end is a rubber cushion with a wooden nose or 
point, which can be renewed as frequently as may be 
necessary. Extra poiuts are carried on the car. The car also 
carries an outfit of tools needed in yard work. On each side 
of the car a famp 1s fixed in a post where it will best aid 
theman in charge .Thelever for swinging the pole around, 
which is clearly shown in the engraving, is counter- 
weighted, making its operation easy. Four seats are pro- 
vided for the attendant as each pole can readily be swung 
around to push in either direction. 

The car is 24 ft long, and is loaded with six tons of 
iron between the floors to give it the necessary stability. 
The total braking power is 35,000 pounds. Three of 
these cars have been built, two for use at Jersey City, 
and one for Newburgh. 





Train Accidents in the United States in September. 





COLLISIONS. 
REAR. 


Ist, 3a. m., on Philadelphia, Reading & New England, 
at East Winsted, Conn., a freight train broke in two and 
the rear portion afterward ran into the forward one, mak- 
ing a bad wreck. A house near the track was demolished 
and a man in it fatally injured. 

2d, 8p. m., on West Jersey road, at Camden, N. J., a 
passenger train ran into the rear of a preceding passenger 
train, badly damaging one passenger car. Two passen- 
gers were killed and 2 injured. The collision seems to 
have been due toa failure of block working. The fore- 
most train had been stopped by the block signal operajor 
at Van Hook station and had just started along when it 
was struck. It appears that this operator signalled back 
to Gloucester to send on the following train before he 
had even pulled off the signal for the foremost train to 
proceed out of the block. The coroner’s jury thought 
the railroad company ought to be’ more careful in the 
selection of operators. The operator at Van Hook had 
been employed by the road only three months, 

6th, 2 a. m., on Toledo & Ohio Central, near Pleasants- 
ville, O., a freight train, which became stalled in ascend- 
ing a grade, was run into by a following freight. A 
biakeman was injured. 





Poling Car; New York, Lake Erie & Western Railroad. 


passenger train of the Baltimore & Ohio road. The 
collision occurred on a bridge and the passenger en "1" 
and the coal cars fell in the river. The fireman was 
killed and the engineer and one passenger were injured. 

7th, on Delaware & Hudson, at Belden, N. Y., butting 
collision between a passenger train and an inspection 
train, damaging both engines. One passenger was 
injured. 

_ith, on St. Louis & Paducah, near Grantsburg, III., col- 
lision of freight trains, making a bad wreck; 5 trainmen 
injured, one of them fatally. It 1s said that the men on 
one of the trains made a mistake of 10 minutes in reading 
a time-table. 

7th, on Southern Pacific, near Rowan, Cal., butting 
collision between a passenger train and a freight, injuring 
two firemen on the passenger train. Two baggage cars 
and 2 freight cars were wrecked. It is said that the pas- 
senget enginemah disregarded an order to wait for the 
freight. 

8th, on Philadelphia & Erie, near Lock Haven, Pa., 
butting collision between a freight train and a work train, 
the caboose of which was at the forward end. Two em- 
ployees in the caboose were killed and two others were 
injured. 

llth, 3a. m., on Delaware & Hudson, near Glenvile, 
N. Y., butting collision between a freight train and an 
empty engine, wrecking 11 cars. One brakeman was 
killed. The empty engine, which had been reversed, ran 
back towards Schenectady and travelled 11 miles before it 
was stopped. 

12th, on West Shore, at Clyde, N. Y., an east bound 
passenger train standing at the station was run into by a 
west bound passenger train, doing considerable damage. 
Aconductor was injured. 

22d, on Kansas City, Memphis & Birmingham, at 
Walle-ville, Miss., a car being run into a side track be- 
came uncontrollable by the failure of the brake chain and 
ran out upon the main line some distance, where it col- 
lided with a gravel tiain, making a bad wreck. Three 
trainmen were injured. 

30th, on Kansas City, St. Joseph & Council Bluffs, at 
Sugar Lake, Mo., butting collision between a passenger 
train of the Atchison, Topeka & Santa Fé and a Burling- 
ton freight, both running at good speed. One engineer, 
baggageman, and one brakeman were injured. It 1s said 
that the train despatcher gave conflicting orders. 

And 4 others on 4 roads, involving 8 freight trains. 


CROSSING AND MISCELLANEOUS. 


7th,on Wabash road,at Staunton, Ill., a passenger train 
ran into some coal cars which had broken away from a 
freight train, making a bad wreck. The engine, 2 bag- 





gage cars and one passenger car were wrecked and two 


Or., a passenger train was derailed by spreading of rails 
and the mail car went into the ditch. A tramp riding on 
the platform of this car was killed and 3 others injured. 

20th, 9.30 p. m.,on Lake Shore & Michigan Southern, 
near 45th street, Chicago, 4 cars of a passenger train were 
derailed at a loose switch, loosened by a defective 
switchrod, and ran against a gateman’s tower, which was 
demolished and the gateman fatally injured. 

20th, on New York, Lake Erie & Western, near Great 
Bend, Pa., a passenger train was derailed by spreading of 
rails; fireman and several passengers injured. 

22d, on Lehigh Valley, at Buffalo, N. Y., the engine of 
a switching freight train was derailed at a defective 
switch. Two trainmen were injured. 

And 10 others on 10 roads, involving one passenger and 
9 freight and other trains. 


DEFECTS OF EQUIPMENT. 


6th, ou Lehigh Valley, at Wilkesbarre, Pa., the engine 
of a freight train was wrecked by the breaking of a driv- 
ing wheel axle; a part of the wreck fell against a freight 
train passing on the adjoining main track and many cars 
were demolished. A man stealing a ride was killed and 
the fireman was fatally injured. 

18th, 2 a. m., on Wabash Road, near Huntsville, Mo., 
the engine of a passenger train was derailed by the break- 
ing of a driving wheel tire. The fireman was injured. 
‘21st, 3a. m., on New York Central & Hudson River, 
at Coldwater, N. Y,a freight train, running at good 
speed, broke in two and the rear portion was stopped so 
suddenly by the automatic application of the air brakes 
that the caboose and 3 cars were derailed. 

23rd, 3a. m., on Cleveland, Cincinnati, Chicago & St. 
Louis, at Harshmanville, O., a car in a freight train was 
crushed by the sudden stopping of the train by the engi- 
a ie several cars were wrecked. One brakeman was 
illed. 

30th, on Chicago & Northwestern, near Woodstock, IIl1., 
several cars in a freight train were wiecked by the break- 
ing of an axle. Five boys riding in a car of lumber 
were killed and 2 others injured. 

And 9 others on 8 roads, involving 9 freight trains. 


NEGLIGENCE IN OPERATING. 


3rd, on Lehigh Valley, at Jersey City, N. J., an engine 
backing from the wharf to a car float fell into the river, 
the fastening of the float giving way. The man on the 
engine jumped off, but was badly injured. 

4th, on Fort Worth & Denver City, near Bowie, Tex., 
a freight train was derailed by a pile of spikes on the 
track and several cars were ditched. The engineman was 
injured. It is said that the spikes had been left upon 
the track by the repair men. 
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7th, on Atchison, Topeka & Santa Fé, at Dillon Junc- 
tion, N. M., a passenger train was derailed ata misplaced 
switch and the engine and all the cars but two were 
ditched. The engine and the mail and baggage cars were 
overturned. Four trainmen were injured. 

10th, on Cleveland, Cincinnati, Chicago & St. Louis, 
at Springfield, O., a freight train broke in two on a steep 
grade and 20 cars became uncontrollable and were derailed, 
falling down a bank. One tramp was killed and 4 were 
injured. 
~ 20th, on New York Central & Hudson River, at Mott 
Haven, N. Y., a passenger train ran over a misplaced 
switch and was derailed, falling against some freight 
cars standing on the side track. Two freight cars were 
wrecked and the engine and several cars of the passenger 
train were derailed. 

27th, 1 a. m., on Lake Erie & Western, near Lafayette, 


























senger train was derailed and several passengers injured. 


6th, on Wabash Road, at Sibley, Il., a freight train was 
derailed and a man stealing a ride was killed. 

8th, on Wabash Road, near Saunemin, IIl., a passenger 
train was derailed and the engine and mail car were 
ditched. The engineer was killed and the fireman fatally 
injured. 

8th, on Norfolk & Western, near Tazewell, Va.. a work 
train was derailed on a trestle and fell to the ground be- 
low. One emplovee was killed and several others in- 
jured. 

10th, on Philadelphia & Reading, at Pottsgrove, Pa., a 
freight train was derailed and 15 cars were wrecked. One 
brakeman was injured. 

llth, on Northern Central, at Mt. Vernon Station, 
Baltimore, the engine of a switching train was detailed at 
a frog and fetl across the adjoining main track. A 
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The Tower, M. C. B. Coupler. 


Ind., a freight train ascending a grade broke in two and 
the rear portion 1an back to Lafayette, where it struck 
the passenger station, completely wiecking a large por- 
tion of the building as well as other buildings adjoining. 
A man in the station was fatally injured The runaway 
cars would have collided with a passenger train standing 
at the station except for the alertmess of Yardmaster 
Brightie, who threw a switch and turned the cars upon 
a side track. 

29th, on Northern Pacific, at Kalama, Wash., some cars 
being pushed on to a ferry boat ran violently against a 
train standing upon the boat and pushed its engine off 
the end of the boat into the river; the fireman was 
drowned. 

And 4 others on 3 roads, involving 2 passenger and 2 
freight trains. 

UNFORESEEN OBSTRUCTIONS. 

Ist, on Chicago, Milwaukee & St. Paul, near Pori, 
Mich., a freight train was derailed at a point where the 
ties had been burned by a forest fire, and the engine and 
5 cars were wrecked and burned. The engineman’s body 
was burned up and one brakeman was injured. 

Ist, on Philadelphia, Wilmington & Baltimore, at Phila- 
delphia, a freight train was derailed by running over a 
coal wagon at a crossing and 4 cars were wrecked. Four 
trainmen were injured. 

8th, on Vandalia Road, near Atlanta, Ill., a freight train 
was derailed by running over some cattle and 7 cars were 
wrecked. The engineer was killed and the fireman in- 
jured. 

10th, on Hannibal & St. Joseph, near Chillicothe, Mo., 
a freight train was derailed by running over a_ bull and 
the engine and 7 cars of cattle were wrecked. The engi- 
neer was fatally injured. 

12th, 3 p. m., on St. Louis, Iron Mountain & Southern, 
near Charleston, Mo., a passenger train was overturned 
by a tornado; 2 passengers were killed and 10 passengers 
and one trainman injured. One of the passenger cars 
took fire, but the flames were extinguished by a brakeman 
with hand grenades. 

18th, on Pennsylvania Road, near Spruce Creek, Pa., a 
freight train was derailed by a landslide and 2 trainmen 
were injured. 

21st, on Pittsburg, Cincinnati, Chicago & St. Louis, at 
Carnegie, Pa., 3 cars of a freight train were derailed by 
running over the body of a tramp who fell from one of 
the cars to the track. 

27th, on Seaboard Air Line, near Charlotte, N. C., a 
passenger train was derailed by a misplaced switch and 
the engine was overturned. The engineer was injured. 
It is said that the switch had been maliciously broken. 

30th, on Wabash Road, at Maumee, O., a passenger train 
was derailed at a misplaced switch and the engine and 2 
mail cars wrecked. The engineer and fireman were killed 
and 3 mail clerks injured. It is alleged that the switch 
was maliciously misplaced. 

And 6 others on 6 roads, involving 4 passenger and 2 
freight trains. 

UNEXPLAINED. 


3rd, on Chicago Great Western, at Valeria, Wis., a pas- 


moment afterwards passenger train No. 4, approaching on 
this track, ran into the derailed engine, making a bad 
wreck, The engineer and fireman of the passenger train 
were injured. 

14th, on Cincinnati, Jackson & Mackinaw, near New 
Weston, O., a passenger train was derailed and the 
engine aid first 2 cars were ditched. The engineer was 
killed and the fireman fatally injured. 

15th, 3a. m., on Chicago, St. Paul, Minneapolis & 
Omaha, near Hammond, Wis., a freight train was de- 
railed, wrecking several cars, among which were two 
tanks of oil. The 01) took fire and burned up a large por- 
tion of the wreck, including a car of coal and the caboose. 
About 1l a. m., while some passengers from a delayed 
train were standing near tte wreck the second oil tank 
exploded with great force and 13 passengers and one em- 
ployee were burned, 3 of them seriously. 

19th, on Boston & Maine, at the Union Station, Boston, 
the engine of an inward passenger train was derailed, 
and fouled an adjoining track. An out-bound passenger 
train on the latter was derailed by running into the 
obstruction. 

2Ist, on West Shore Road, near Bowmansville, N. Y, a 
car in a west bound freight train jumped the track and, 
after running more than a mile onthe sleepers, struck the 
engine of an east bound freight train, badly damaging the 
cab and killing a brakeman. The fireman was badly 
injured. 

23rd, on Boston & Maine, at Prison Point, Boston, 
Mass., a passenger train approaching a drawbridge was 
derailed and came near running into the river. A man 
riding on the platform of one of the cars was killed. 

25th, 4a. m., on Baltimore & Ohio, at Cherry Run, W. 
Va., a freight train was derailed and a brakeman injured. 

27th, on Baltimore & Ohio, near Martinsburg, W. Va., 
a passenge1 train was derailed while running at consider- 
able speed and all the cars were ditched, but only one 
passenger was injured. 

28th, on Mobile & Ohio, near Columbus, Miss., a 
freight train was derailed and several cars fell down a 
bank. The conductor and one brakeman were killed and 
4 other trainmen were injured. 

29th, on Chesapeake & Ohio, near Williams Creek 
Tunnel, Ky., a freight train was derailed and 10 cars 
wrecked. A man riding on one of the cars was badly 
injured. 

And 21 others on 17 roads, involving 4 passenger and 17 
freight and other trains, 

OTHER ACCIDENTS. 

Ist, on St. Paul & Duluth, at Hinckley, Minn., a south 
bound passenger train carrying about 200 passengers was 
nearly surrounded by the great forest fire raging at that 
time and was compelled to run back to Skunk Lake in 
order to save the lives of the passengets. After loading 
the cars full of residents of Hinckley, who were fleeing 
for their lives, the train was started back, but the intense 
heat burned the lagging and other wood work of the en- 





gine and the heat and wind together broke the windows 
of the cab, The engineman was badly cut by the broken 
glass and was also burned somewhat. Some of the pas- 
sengers were burned to death after they got off from the 


cars and the whole train was destroyed. This catastrophe 
was reported in the Xat/road Gazette of Sept. 14. 

20th, on Philadelphia, Wilmington & Baltimore, near 
Harrington, Del., the engine of a freight train was badly 
damaged by the explosion of its boiler. The engineer, 
fireman and one brakeman were injured. 

23rd, on Southern Pacific, vear Blue Canon, Cal., the 
locomotive of a freight train was wrecked, while running 
through a snow shed, by the explosion of its boiler. The 
engineer and fireman were injured, the latter fatally. 
28th, on Old Colony, near Dedham, Mass., the engine 
of a passenger train was badly damaged by the breaking 
of a parallel 10d. The 10d on the opposite side broke im- 
mediately afterward and the driving wheels became locked 
so that they slid until the train stopped. The fireman was 
injured. 

28th, 9 p. m., on Western New York & Pennsylvania, 
at East Aurora, N. Y., a car of naptha ina freight train 
exploded and 23 loaded cars were burned up. Several 
other tanks exploded when the fire reached them, and a 
dwelling-house was set on fire. 

And 3 others on 3 roads, involving 3 passenger trains. 

A summary will be found in another column 





The “Tower,” M. C. B. Gar Coupler. 

The ‘‘Tower’’coupler, which is shown in the engrav- 
ings, is not a new device, nor is it the sudden product of 
a single effort of an inventor. As it stands to-day it is the 
result of the process of evolution, under the eyes of, and 
directed by, men who have been very familiar with the 





Fig. 7.—Knuckle of Tower Coupler. 


manufacture of a considerable variety of couplers. This 
coupler has been known before, and has had favorable 
notice because of its simplicity and of its solid and work- 
manlike design throughout. It is shown now as perfected 
and put on the market by the National Malleable Castings 
Co. : 

It belongs to that class of M. C. B. couplers which are 
provided with means of opening the knuckle, thereby 
completing their automatic character; but no additional 
parts are required for this opening, either in the unlock- 
ing gear or in the coupler itself, the knuckle being 
thrown open by the action of the lock. This lock is 
shown in figs. l and 7. In fig. 1 the 
full lines show the lock in its nor- 
mal position and it will be ob- 
served that it is designed to take the 
pulling straius on a vertical wall on 
the guard arm side of the head, thus 
subjecting the lock only to compres- 
sive strains. In unlocking, the lock 
is raised until it hits the under side 
of the top wall of the head, being 
guided vertically by the bearing of 
its stem in the bottom wall of the 
head. In this position the knuckle 
is unlocked and the lock is held 
here by the unlocking gear in the 
usual way; but the kuuckle may 
then be swung open by a further 
movement of the unlocking lever 
which lifts the iock higher, and as 
it pivots on a ridge on the top wall 
of the coupler head, shown in fig. 1, 
the lock takes a rotary motion, the 
stem is disengaged from the hole in 
the lower wall of the head and slides 
in a groove provided for it and 

Fig. 8.—Lock in the knuckle is kicked open,as shown 

two positions. in fig. 1. The lock now remains 
in the position shown in the dotted lines and only falls 
into its normal position when the knuckle closes. ‘the 
lock is held up by the extension backward of the tail 
of the knuckle as shown, and it slides on that ex- 
tension as the knuckle closes until the knuckle has 
reached such a position that the lock can drop into place. 
The lock has a large bearing surface on the knuckle, the 
area of contact being 4% square inches. A link cannot 
enter the head far enough to hit the lock owing to the 
size and shape of the tail of the knuckle, and the lock is 
protected from ice, dirt or cinders. 

The knuckle, the lock and the pivot pin are made of 
steel. The knuckle is fulcrumed back far enough to give 
great strength, combined with smooth action. In coupl- 
ing, the outer face of the opposing knuckle comes in con- 








tact with the tail of the knuckle, closing it through that 
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contact. Buffing strains received on the knuckle are 
transmitted to the head by the broad flat bearing at the 
end of the tail, and the tendency of the knuckle to rotate 
inwardly under such blows is resisted at the same point 
and by a bearing against the vettical wall of the head 
near the fulcrum pin. 

The body of the coupler is made of malleable cast iron. 
The shank is square throughout its length and the liner 
blocks are cast on it, and as will be seen from the sec- 
tion (fig. 2) the walls are thick and substantially ribbed. 
It is so designed that a tail bolt can be used and a slot 
for the American continuous draft rigging can be added. 





Coupler Tests at Chicago. 





Some very interesting tests of car couplers were made 
on Wednesday of last week, Oct. 17, at the works of the 
Chicago Tire & Spring Co., at Melrose Park, Ill. The 
couplers tested were, with three exceptions, to which 
reference will be made, all obtained commercially and 
were not made for test or trial purposes. Those tested 
were, the Janney, Gould, Trojan, Hinson, Buckeye, St. 
Louis, Chicago, Williams, Eureka, Ajax and California; 
the first five being of malleable iron, with steel 
knuckles, with the exception of the Janney, in which the 
knuckles were of wrought iron. The six remaining 
couplers were of steel with steel knuckles. 

It was the intention that the couplers tested should be 
obtained from railroads using them in quantities, and 
that they be not taken from small trial orders nor from 
The objects of the tests, aside from the records 
of actual breakages, were, the opportunity for a com- 
parison of the fractures of the different materials, and 
to show the uniformity of the steel of the Chicago Tire 
& Siprng Co. from a latge number of different heats. 

The knuckle, guard arm, and jerk tests, were made 
with a drop of 1,640 lbs. weight. The base of the drop 
is of steel, weighs 18,000 lbs., and rests on a masonry 
foundation 6 by 6 by 6 ft., laid on hard clay. The drop is 
therefore a very severe one, and it may, on this account, 
be unfair to compare the records obtained here with 
those of the same couplers on other drops. 

Five of the Janney couplers were tested, two hav- 
ing the knuckle test, one the guard arm test and two 
a jerk test. The jerk test did not amount to much, 
however, as at the first blow at 5 ft., the tail bolt sup- 
porting one of the couplers was broken. The coupler 
receiving the guard arm test stood three blows at 3 ft., 
and broke across the shank at the second blow at 5 ft. 
In the knuckle test one withstood three blows at 5 ft. 
and broke across the shank at the third blow at 10 ft.; 
the other had two blows at 15 ft., the knuckle closing 
slightly at the first blow and the shank breaking just 
back of the head at the second. 

Three Gould couplers were tried in knuckle, guard 
arm, and pulling tests. In the first the coupler with- 


stock. 


stood three blows at 5 ft. and two at 10 ft., cracking 
badly, but showing good looking iron. In the second 
and two 


test the coupler received three blows at 3 ft., 
at 5 ft., the guard arm breaking off. The pulling test 
was made in a horizontal hydraulic machine, a Gould 
and a Chicago coupler being tested together. At 139,750 
los., the lugs of the Gould coupler were broken off. 

Of the Hinson couplers at hand, four were tested, two 
with a jerk test and one each with the knuckle and 
guard arm tests. In the knuckle test the coupler with- 
stood three blows at 5 tt., breaking on the first blow at 
10 ft. into several pieces. In the second test the guard 
arm was broken off at the first blow at 3 ft. The coupler 
fared but little better in the jerk test, both lugs being 
broken by the first blow at 3 ft. 

Two Trojan couplers were tested, the'first withstanding 
three knuckle blows without damage, but bending in the 
shank at the first blow at 10 ft., and breaking at the 
second; the other in the guard arm test began bending at 
the first blow at 3 ft., and at the second the guard arm 
broke off. 

A Buckeye coupler in the knuckle test cracked at the 
first blow at 5 ft., the head breaking up at ‘the second. 
Another, in the guard arm test, cracked across the shank 
at the first blow aud was retired after the third blow at 
3 it. 

The steel couplers fared somewhat better, 
considered, though in some cases the results were very 
unfavoiable. The Eureka coupler, manufactured by the 
Solid Steel Co.,”of Alliance, Ohio, had two knuckle 
tests and two guard arm tests. In each case inthe knuckle 
tests the shank cracked at the first blow, and broke at 
the second blow at 10 ft. In the first guard arm test the 
bar was broken at the first blow at 3 ft., while in the 
second the coupler withstood three blows at 3 ft., 
cracked at the first and broke at the second blow at 5 ft. 

The Ajax coupler, manufactured by Shickle, Harrison 
& Howard, St. Louis, showed a crack in the lower lug 
at the second blow at 5 ft. in the knuckle test, and at 
the first blow at 10 ft. the shank broke just back of the 
head. Several other fractures were also noticed. In the 
guard arm test the bar was badly damaged at the first 
blow at 3 ft., and was taken out after the second. Two 
St. Louis couplers, made by the above firm, were also 
tested, one with a jerk test, the other with a guard arm 
test. In the first, the couplers stood three blows at 5 ft. 
with an average total deflection of 5-16 in. At the first 
blow at 10 ft., the shank of one coupler broke, the lower 
lug broke, the knuckle broke through, and the upper 
lug cracked. In the guard arin test the shank broke back 
of the head at the third blow at 3 ft. Three St. Louis 
couplers, manufactured by the Chicago Tire & Spring 
Co., fared rather better. In the jerk test there was an 
average total deflection or opening of the knuckles of 
3-16 ins. after the third blow at 5 ft. At the first blow at 


ail things 


10 ft. the knuckle of one of the couplers broke through 


the pin hole. In a knuckle test one of these couplers 
successfully withstood the three blows at 5 ft. At the first 
blow at 10 ft., the American Continuous Drawbar slot 
began to open slightly. The shank began bending at the 
first blow at 15 ft., and at the second blow the tail end 
of the shank was considerably battered down. In the 
guard arm test the coupler withstood three blows at 3 ft., 
and four blows at 5 ft. At the fifth blow a crack appeared 
across the face, which opened at the following blow. 

The Williams coupler, also manufactured by the same 
concern, showed no signs of damage until the second 
blow at 10 ft., when the knuckle began closing slightly. 
At the third blow at 15 ft., the side of the shank began 
caving in, and at the sixth blow at 15 ft. the knuckle 
broke. In the guard arm test no damage was done by 








the three blows at 3 ft. At the first blow at 5 ft., one of 
the guard arm ribs began to bend and at the following 
blow the guard arm was broken. 

The California coupler, also made by the Chicago Tire 
& Spring Co., withstood three blows at 5 ft., three at 
10 ft., and five at 15 ft. The knuckle began closing at 
the first blow at 10 ft., and the shank began bending at 
the first blow at 15 ft. In the guard arm testa slight 
crack appeared under the head at the third blow at 3 ft. 
At the fourth blow at 5 ft., a crack appeared across the 
face of the coupler, and at the fifth blow the guard arm 
broke. 

The fact that the three couplers last mentioned were 
taken from the stock of the Chicago Tire & Spring Co., 
may detract somewhat from the force of the statements 
made concerning them. The company claims, however, 
that these couplers were made from regular heats and 
“hat the results can be duplicated with couplers obtained 
from any roads using them. It was intended to obtain 
these bars from purchasers for test purposes, but those 
ordered did not arrive in time and will be tested later 
in order to complete the records of the company. 

The tests which were made of the Chicago couplers 
would seem to bear out the claims made by the company 
for its steel. These couplers were obtained from the 
Chicago & Northwestern and Chicago & Eastern Illinois 
Railroads, and were selected by disinterested parties. In 
the knuckle tests one coupler withstood three blows at 
5 ft., three at 10 ft., and two at 15 ft., before showing 
signs of failure. At the fourth blow at 15 ft., the knuckle 
cracked in the back, and after the fifth blow the coupler 
was taken out,showing the shank badly bent and slightly 
cracked. Another coupler selected from the C. & E. I 

lot as being a bad one, had three blows at 5 ft., and 
three at 10 ft., the tail end of the shank then being badly 
split and battered by reason of a crack or cold sheet in 
the metal. In the guard arm test the coupler withstood 
three blows at 3 ft., three blows at 5 ft., and was given 
two blows at 10 ft. At the first blow at 10 ft., a crack 
opened in the face of the coupler, and at the second blow 
at 10 ft.,the guard arm broke off 5 ft. The coupler already 
mentioned as having withstood a pull of 139,750 Ibs., 
showed a slight crack on the inside of the knuckle, but 
no other damage. A jerk test made with two of these 
couplers resulted disastrously to the drops. The couplers 
stood three blows at 5 ft., and three at 10 ft., with an 
average total deflection of about % an inch. The drop 
was then raised to 15 ft., and the yoke connecting the two 
couplers upon which the drop fell, was broken, no fur- 
ther damage resulting to the couplers. 

These tests were made by Robert W. Hunt & Co., 
under the superintendence of Mr. J. C. McMynn, and 
were witnessed by a small party of railroad men from 
Chicago and vicinity. 





American Street Railway Association. 





The thirteenth annual convention of this Association 
was held at Machinery Hall, Piedmont Park, Atlanta, 
Ga., October 17, 18 and 19. The meeting was very largely 
attended; in fact it was the largest and most successful 
convention so far held. 

Qn Wednesday the meeting was called to order at ll 
o’clock by President Henry C. Payne. The Secretary, 
William J. Richardson called the roll, which was fol- 
lowed by an address of welcome by the retiring Governor 
of Georgia, W. J. Northen, President Payne responding. 
The annual address was then delivered by Mr. Payne. 
A paper on ‘‘The Best Treatment of Accidents and Com- 
plaints,’’ by John D. Parsons, General Manager of the 
West Chicago Street Railway, was read by P. M. Dyer, of 
the same road; a discussion followed. A paper by H. I. 
Bettis on ‘‘A Standard Form for Accounts fer Street Rail- 
roads,’’ was read by W. J. Richardson, Secretary of the 
Following this was a report of the Executive 
Committee. The meeting adjourned at 2 o’clock. At 4 
o’clock a number of the delegates visited in a body the 
power house of the Atlanta Consolidated Street Railway. 
In the evening a reception was given at the Capitol City 
Club. 

On Thursday, at the meeting of the Executive Com- 
mittee, a telegram of greeting from the National Electric 
Light Association was read, and letters from Cincinnati, 
Philadelphia and Montreal requesting that the next Con- 
vention be held in one of those cities. 

After the appointment of committees a paper was read 
by Mr. Joel Hurt, entitled ‘‘Can the T-Rail be Satisfac- 
torily Used on Paved Streets,’’ of which an abstract 
appears in this issue. During the afternoon session the 
paper on ‘‘Mail, Express and Freight Service,’’ an 
abstract of which we gave last week, was taken up. After 
the closing of the session a number of the delegates took 
a trip over the lines of the Atlanta Traction Company. 
The annual banquet was given in the evening at the 


Kimball House. 
On Friday, after the session had been called to order, 


Association. 








the paper on ‘‘ City and Suburban Street Railways,’’ an 
abstract of which appeared in our last issue, was taken up. 
Chairman McLean, of the Committee on Nominations, 
then reported the following list of new officers and they 
were all elected unanimously: 

President, Joel Hurt, Atlanta; First Vice-President, W. 
W. Bean, St. Joseph, Mo.; Second Vice-President, J. 
M. Cunningham, Boston; Third Vice-President, Russell 
B. Harrison, Terre Haute, Ind. ; ; Secretary and Treasures, 
W. Jj. Richardson, Brooklyn, N. Y.; Executive Commit- 


tee, Henry C. Payne, Milwaukee, Wis.; General W. H. 
Jackson, Nashville, Tenn.; D. G. Hamilton, St. 
Louis and Chicago; G. C. Cunningham, Canada, and 


John M. Partridge, New York. 

It was then decided to hold the next Convention 
Montreal. ; 

In view of the many questions of insurance arising out 
of the meeting it was moved and carried that a committee 
on insurance be appointed to make report at the next 
session of the Executive Committee. The committee 
will be as follows: Russell B. Harrison, Chairman, 
Terre Haute; A. G. Dyer, Augusta, Ga.; IL. Perrine, 
Trenton, N. 4: Mr. Lusher, Montreal, and Mr. Baum- 
hauff, St. Louis. Secretary Richardson reported some 
proposed amendments to the constitution and by-laws of 


in 


the Association, which, after some discussion, were 
adopted. 

A paper was then read by Russell B. Harrison, Presi- 
dent of the Terre Haute Electric Railroad and a son of 


ex-President Harrison, on ‘'T-Rail Construction of the 
Terre Haute Street Railway Co., Terre Haute, Ind.”’ 

Several special papers were read by title only, owing 
to the haste of the Convention to adjourn. The Conven- 
tion adjourned at half past one o’clock, unitl the next 
meeting in Montreal, October, 1895. 

The Southern, Shenandoah Valley and Seaboard Air 
Line Railroads deserve great credit for the way in which 
they took care of the guests to the Convention. Special 
trains were run by each of these roads, the Southern 
carrying the largest portion. This train was in charge of 
Mr. Geo. C. Daniels, Travelling Passenger Agent of the 
road, and great credit is due him for the way in which 
he conducted the party. Mr. H. J. Ellis, Eastern Passen- 
ger Agent of the Shenandoah Valley, took charge of that 


train. 

The return trips were especially attractive. The Southern 

and Shenandoah Valley trains both stopped at Chat- 
tanooga and the delegates had a chance to visit the battle 
fields of lookout Mountain and Missionary Ridge. ‘The 
two parties left on ene train at 6.30 o’clock Saturday 
evening, the Shenandoah Valiey section leaving the 
Southern at Knoxville and returning to New York via’ 
the Natural Bridge of Virginia atd Luray Caverns, at 
which places short stops were made. 
The Southern train reached Asheville, N. C., early 
Sunday morning. After breakfasting at Battery Park the 
delegates boarded a special train and were taken to the 
residence of Mr. George Vanderbilt, now being erected 
ona mountain at Biltmore, about three miles from 
Asheville, returning to the latter place in time for 
lunch. The train left Asheville at 3 o’clock, arriving at 
New York about 12 o’clock noon Monday. 


EXHIBITS. 


Fairbanks, Morse & Co., Chicago, Barrett lifting jack. 

St. Louis Register Co., St. Louis. Mo., street cartare registers. 

John H. Stedman, Rochester, N. Y., exhibit of various forms 
of transfer tickets as used on 140 different street railroads. 

Rochester Car Wheel Works, Rochester, N. Y., street car 
wheels from 20 in. to 36 in., and steam railroad car wheels, 24 
in and 36 in. 

Central Electric Heating Co., 
heating system. 

Harttord Woven Wire Mattress Co., Hartford, Conn., 
erts’ patent woven wire spring car seats. 

Lewis & Fowler Mfg. Co., Brooklyn, N. Y., car jacks for 
lifting car bodies or truck and motor together; also the L. & 
F. street car fare register and stove. 

Wadhams Oil & Grease Co., Milwaukee, Wis., curve and 
— grease; oil and grease cups and general supplies in that 
ine, 

General Agency Co., New York, the ‘‘Dragon’’ and other 
en tla and signal ‘lamps for both steam and street rail- 
roads. 

Charles Munson Belting Co., Chicago,II1., 
in electric railroad work. 

A. Groetzinger & Sons, Allegheny, Pa., 
gears. 

Cutter Electrical Mtg. Co., Philadelphia, Pa., 
circuit breaker. 

Benedict & Burnham Mfg. Co.. New York, N. Y.. 
piece rail-bond; and feeder, troliey and magnet wire. 

C. G. Smith, New York, street car lamps and headlights. 

Creaghead Engineering Co., Cincinnati, O., flexible pole 
brackets and general line of overhead trolley line material. 

Safety Clutch Brake Co., Philadelphia, Pa., new electric 
coupled clutch street car brake. 

R. D. Nuttall Co., Allegheny, Pa., gears, pinions, trolleys and 
bearings for electric railroads. 

Standard Railway Supply Co., I1l., 
street car stove. 

Keller Printin 


New York City, electric car 


Rob- 


leather belts for use 
rawhide pinions and 
“C. S.”" magnet 


solid one- 


Chicago, “Standard”’ 
Co., New York, dating machine and samples 
of street railroad fare and transfer and ferry tickets. 

Adams & Westlake, Chicago, I11., ‘‘Acme’* automatic car 
window shade and open street car curtains; Emery platform 
pan gate; ‘‘Bessemer"’ steel headlight; Pantasote leather 


‘oods. 
oTay lor Electric Truck Co., Troy, N. Y., Taylor improved 
giesitie car truck and * ‘Empire State’? radial truck; anti-heat- 
ing Eureka metal bearing for steam and street railroads. 
Levi Dederick, Albany, N. Y., ‘‘Dual"' street car fender. 


Lindburg, Sickel & Co., Trenton, N. J., ‘‘Trenton’’ trolley 

tower wagon. 
Stillwell-Bierce & Smith-Vaile Co., Dayton., O., steam 
“Victor”? water wheel; 


pumps; steam water heater and purifier; 
Worrall friction clutch; railroad track jacks. 

National Lock Washer Co., Newark, N. J., 
track, moto s, trucks and cars. 

Leonhardt Pnematic Safety Car Fender Co., Baltimore, Md., 
model and full- sized pneumatic fender for street cars. 

H. J. Wightman & Co., Scranton, Pa., system of block signals 
for trolley lines. 

Fuel Economizer Co., Matteawan, 
vertically cast economizer pipes. 

Bushnell Mfg. Co., Easton, Pa., reversible tilting seat and 
spring seats and backs for electric, cable and horse cars. 
= Chas. L. Cornell, Hamilton, O., arc headlights for trolley 
cars: electric soldering irons. 

American Railway Supply Co., 
ag buttons, etc. 

Falk Mfg. Co., Milwaukee, Wis.. 

oa ‘joint. 

A. Whitney & Sons, Philadelphia, Pa., pair of electric car 
and cellular tread wheels and wheels for cable and horse car 


service. 


lock washers for 


N. Y., specimens of 


New York, caps, badges, 


Falk trolley head and 


(Continued on page 744.) 
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EDITORIAL ANNOUNCEMENTS. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete tf 
they will send us early information of events which 
take place under their observation, such as changes in 
railroad officers, organizations and changes of com- 
panies in their management, particulars as to the busi- 
ness of the letting, progress and completion of contract- 
for new works or important improvements of old ones, 
experiments in the construction of roads and machins 
ery and railroads, and suggestions as to its tmprove- 
ment. Discussions of subjects pertaining to ALL DE- 
PARTMENTS Of railroad business by men practically 
acquainted with them are especially desired. Officers 
will oblige us by forwarding early copies of notices of 
meetings, elections, appoiniments, and especially an- 
nual reports, some notice of all of which will be pub- 
lished. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anvthing 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, yds 
financial schemes, etc., to our readers, can do so fully in 
our advertising columns, but it ts useless to ask us to 
recommend them editorially, either for money or in 
constderation of advertising patronage. 


In our monthly accident record, printed in this issue, 
we publish accounts of two fatal rear collisions due to 
failure of block-working. When we can _ report two 
such cases as these in asingle month it must be 
apparent to every one that America is no longer 
exclusively wedded to the ancient time-interval system 
of running trains. But it is also apparent that our 
progress isnot all in the right direction, and railroad 
managers will wish to know the precise causes of these 
collisions. In the Massachusetts.case we shall probably 
have a report from the Railroad Commissioners, but in 
New Jersey there is not generally any public inves- 
tigation or report that gives the details of such 
accidents satisfactorily. An obvious preventive of 
future collisions, in both these cases, would be to use 
a ‘‘controlled manual system’’—that is, the principle 
of the Sykes lock; but those who think they cannot 
afford such a costly luxury as that, can find an equally 
obvious remedial measure by noting that in both these 
cases the fatal blunderers were inexperienced. One 
had worked but a short time and the other was only 
19 years old. ‘These facts are not conclusive evidence 
against the signalmen, warranting their conviction; 
but with the excellent record of the English roads 
before us they should be conclusive evidence to every 
railroad manager that long training of signalmen is a 
vital factor if one is to operate the simple “telegraph 
block’’ with success. How else can we account tor 
the remarkable freedom from rear collisions on 
English roads? Those roads do not use the Sykes 
locks, but they do put their men through a long 
apprenticeship before entrusting them with grave 
responsibilities. 


In discussing discipline, or, in the language of the 
programme the problem of ‘‘obtaining trained, relia- 
ble and loyal employees’? the Railroad Superinten- 
dents’ Society is fulfilling one of its most distinctive 
functions, and the last meeting, reported in the Raz/ 
road Gazette of Oct. 19, is therefore to be regarded 
as one of the best in the history of the society. The 
principal points in the discussion on this topic will 
bear repeating. ‘‘To get well-trained men, train them 
This answer to the first question was 
generally concurred in. What it means, of course, is 
now that some other road may not have instructed a 
man for you better than you can do it yourself, but 
that men coming from another road are very likely to 
have left that road for some cause which _ indicates 
This is so, even where the 


yourself. ’’ 


some undesirable quality. 
man has not been ‘‘dismissed for cause.’’ The mere 
fact that a man is of a roving disposition must in 
general count against him. The ‘tramp brakeman’? 
is the bane of the train service, and we cannot expect 
men to be very loyal to the railroad system of the 
United States,, or to take more than an abstraci  in- 
If they are 
to get a pride in the service it must be in the service 
This alone is a powerful reason for 


terest in what to them is an abstraction. 


of one company. 
catching your men young and training them and 
Intelligent and 
trustworthy young men are now easily procured by 
any superintendent; every well managed road always 


promoting from your own ranks. 


has men in the lower ranks ready to promote, and 
new comers ought in general to begin in such lower 
anks, whatever their antecedents. A road which is 





subject to great fluctuations in its freight service 
may not be able always to stick to its principles in 
this matter, but the principle can be adhered to in 
spirit by taking great care, in hiring men who have 
been on other roads, to test their moral qualifications 
thoroughly. Indeed, acommon trouble with such 
men is not that they have been badly trained else- 
where, but that they have learned by varied experi- 
ence how to evade training. The statement that the 
seniority rule impairs good discipline probably meta 
response in many members’ minds, if not, from their 
mouths. The difficulty was recognized as one hard 
to deal with; it is only arude and often an unjust 
way of selecting men for promotion. The only help 
that we know of is that heretofore mentioned in Raz/- 
road Gazette preachments, to keep such a minute and 
thorough record of every man's service that you can 
justly and in some detail compare one man with 
another. Then when a promotion is challenged you 
will be prepared; and such a record discourages chal- 
lengers. In a recent circular concerning neatness of 
appearance on passenger trains, one superintendent 
said ‘‘in selecting men for these places, fitness rather 
than length of service will be considered.’’ Why is 
that not equally reasonable in regard to other quali- 
fications? 








As long as the members present did not feel like 
remaining in session two days it is just as well that 
the subject of signaling was handed over to the com- 
mittee to be put in shape for the next meeting, and 
the report of the committee presented at this meeting 
will furnish a good basis for its work. This report, 
while advancing some ideas on which there are still 
pronounced differences of opinion, is in retreshing con- 
trast to the great mass of essays on signalling, in that 
it is pronounced in favor of block signalling every- 
where. As the chairman of the committee, Mr. Watt- 
son, is on aroad which has long used the manual block 
system in its most inexpensive form, this expression 
should have much weight. . Men with devices to sell 
have always advocated block signaling, while—broadly 
speaking—railroad officers bave always been afraid to 
do so, except with important reservations. Here 
we have an impartial and unprejudiced view. 








The Air Brake Decisions. 


In our issue of December 1, 1893, was published in 
full the decision of Judge Townsend im the United 
States Circuit Court in the suits of Westinghouse 
against the New York Air Brake Company. It will be 
remembered that Judge Townsend granted an injunc- 
tion and accounting, which injunction has stood ever 
since. 

Within a few days Judge Shipman of the United 
States Circuit Court of Appeals has rendered a decision 
affirming the decision of Judge Townsend in certain 
particulars and reversing it in others, but actually 
leaving the devices in suit just where the lower 
courts left them. We propose in what follows 
to set forth as clearly as possible certain ques- 
tions that were raised in these suits, and the results 
so far as the two courts have gone. But the matter is 
complicated and a thorough understanding of it 
requires hard and close reading, and a good deal of 
such reading. Those who care for more particulars 
than can be found in this article will do well to look 
ta Judge Townsend’s decision as published in our issue 
of December 1, 1893, or as readily obtainable in 
pamphlet form; and also at Judge Shipman’s decision 
which appears in full in another part of this issue of 
the Railroad Gazette. 

There were three bills in equity for infringement of 
certain patents; namely: 

Bill No 4,977, infringement of patent No. 376,837, 
quick action triple valve Westinghouse, January 24, 
1888; and patent No. 172,064, detail of triple valve 
construction Westinghouse, February 11, 1876. On 
claims 1, 2 and 3 under patent 376,837 Judge Townsend 
granted an injunction and accounting. Claim No. 6 
was dismissed. The findings of the lower court are sus- 
tained entirely by Judge Shipman. The claim of in- 
fringement of patent 172,064 was dismissed by Judge 
Townsend and Judge Shipman sustained the finding. 

Bill No. 4,976, patent No. 393,784, emergency valve 
construction, granted to H. S. Park, December 4, 
1888, dismissed by Judge Townsend, decision affirmed 
by Judge Shipman. 

Under the same bill, patent No. 222,803, engineer’s 
valve, granted to Westinghouse, December 23, 1879, 
injunction and accounting order by Judge Townsend, 
affirmed by Judge Shipman. 

Bill No. 5,315, patent No. 448,827, emergency valve 
construction, granted March 24, 1891, to Westing- 
house; injunction and accounting ordered by Judge 
Townsend, reversed by Judge Shipman. 

By all odds the most important claim in all three of 
the hills was that of infringement of patent No. 376,- 
837. This patent was the result of the improvements 





1 
; to which the Westinghouse led by the Burlington 
brake trials in 1887. The complaint was of infringe- 
ment of claims 1, 2, 3 and 6 of this patent. Claims1, 
2 and 3 are as follows: 

I. In a brake mechanism, the combination of a chamber 
or casing, having direct connections to a brake-cylinder 
and to a brake-pipe, respectively, a valve controlling 
communication between said connectious, and a piston or 
diaphragm which is independent of and unconnected with 
a triple-valve piston, and is actuated by pressure trom 
an auxiliary reservoir in direction to impart opening 
movement to said valve, substantially as set forth. : 

II. The second claim includes a check or non-return 
valve controlling communication between said valve and 
the brake-pipe passage of the chamber, substantially as 
set forth. 

III. In a brake mechanism, the combination, with a 
triple valve, of a supplemental chamber or casing having 
passages leading to a brake cylinder and to a brake pipe, 
respectively, a supplemental valve controlling com- 
munication between said passages, a supplemental piston 
operating independeutly of the triple-valve piston and 
adapted to impart opening movement to said supple- 
mental valve, and a passage establishing communication 
between said supplemental piston and an auxiliary reser- 
voir, substantially as set forth. 

These cover the essential elements of the quick 
acting feature of the triple valve; that is, the supple- 
mental piston, the supplemental valve chamber and a 
piston or diaphragn independent of and unconnected 
with the triple valve piston. 

The defendants were sued ou twotriple valves, each 
of which the complainants claim to be an infringement, 
namely, the quick action triple valve, and the modi- 
fied quick action triple valve. ‘The defense was that 
their emergency apparatas, as well as that of the 
Westinghouse device, is merely a combination of 
inventions described in earlier patents. Judge Town- 
send decided that Westinghouse in the mechanism 
described in patent No. 376,837 ‘‘invented and created 
a new device adapted to new conditions and developed 
in new combinations which produced new and different 
results. . . The radical difference between this patent 
(the earlier patent] and the patent in suit consists in 
the difference of construction and operation involved 
in the addition to the latter of the separate emergency 
apparatus.’’ And finally the Judge says ‘‘as patent 
No. 376,837 accomplished this result [the quick 
action, namely] by the use of a separate piston, and 
as the defendants’ apparatus has accomplished this 
result also by the use of one or two separate pistons 
they must be held to have infringed the first and third 
claims of said patent. ’’ 

Judge Townsend, in the lower court, discusses the 
case in amost able way, but we will not add to the 
length of this article by quoting any of the discussicn, 
merely pointing out in passing that the judge does not 
try todecide the application to the case of the 
doctrine of pioneership, but disposes of it by a con- 
sideration of the prior art and a comparison of the 
defendant’s devices with the patent in suit independ- 
ently of that doctrine. This is in important point to 
bear in mind for here the two courts differ, although 
they arrive at the same end, viz.: That both forms of 
the defendants’ quick action triple valve infringe. 
The first infringes claims 1, 2 and 3 and the second 
infringes claims 1 and 3. 

Judge Shipman in sustaining the decisions says: 
‘‘The patentee was a pioneer in that he designea, in 
No. 376,837, anew way to accomplish a desired result, 
but upon the same general idea which he had unsuc- 
cessfully tried to work out in the earlier patent. His 
later patent was the bridge, and not a mere step, 
which carried railroad car builders from failure to 
success. It is not important now to determine the 
grade of its pioneership and whether it may be classed 
in the list of those inventions which are of the highest 
rank; but it was an invention created to achieve great 
necessities and overcome great hinderances, and was 
one of wide breadth. A court would not be justified 
in adopting ‘ a narrow or astute construction ’ which 
should minimize the character of the invention, leave 
its real scope open to trespassers and thius ‘be fatal to 
the grant.’ The claims of the patent donot contract 
the grant to narrower limits than those which the 
invention, as made by the patentee, actually covered, 
and the claims therefore are not limited to the precise 
mechanical means described in the specification, by 
which the supplementary piston is actuated. They 
compel it to be disconnected with and to be independ- 
ent of a triple valve piston, and to be actuated by 
pressure from an auxiliary reservoir by some means 
equivalent tothe means which are described in the 
specification. The operative features of the invention 
which are described in the three claims are the same, 
whether auxiliary pressure is permitted to exert itself 
continuously or intermittently when a port is opened. ’’ 

The sixth claim of patent No. 376,837 is for a com- 
bination of the triple valve casing and the supple- 
mental valve chamber; the latter composed of an 
inner section integral with the casing and of a separa- 
ble outer section, ete. It is claimed that the construc- 
tion of the apparatus was simplified. Judge Town- 





send denies the infringement on the ground of lack 
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of invention. This, it will be seen, isa very minor 
point in the suits. 

Patent No. 172,064 was issued to Westinghouse in 
1876 as an improvement on an earlier patent. It is 
for a detail which was important in the early and 
simpler form of the automatic brake valve, but which 
has ceased to be important in the forms now in suit. 
The claim of infringement of this patent was dismissde 
in the lower court and that decision is affirmed Ly 
Judge Shipman. This disposes of all of the claims 
under bill No. 4,977. 

We will now take up bill-No. 4,976. In this it is 
claimed that the defendants in their first form of quick 
action triple valve infringed claims 1 and 2 of patent 
No. 393,784 granted to Harvey S. Park, December 4, 
1888, and assigned to the Westinghouse Company. The 
essence of this invention is the combination of ele- 
ments for operating the separate emergency valve by 
train pipe pressure instead of by auxiliary reservoir 
pressure, as in patent No. 376,837. This was accom- 
plished by providing a separate emergency piston and 
valve ordinarily exposed to train pipe pressure above 
the piston, which pressure served to hold the valve on 
its seat and was not affected by ordinary reductions of 
pressure in the train pipe. But a reduction necessary 
for an emergency stop was to be vented into the space 
below the piston equalizing the pressure on both sides 
and acting on the under side of the valve, causing it 
to be unseated and thus allow the train pipe pressure 
to be vented directly into the brake cylinder. 

We repeat, in order that it should not be forgotten, 
that the essence of this invention is the operation of 
the emergency valve by train pipe pressure instead of 
by auxiliary reservoir pressure. Infringement of this 
patent was denied by Judge Townsend on the ground 
that the defeudants’ emergency ,valve, in their quick 
action triple valve, is not operated solely by train pipe 
pressure, hut by combined spring, train pipe, brake 
cylinder and auxiliary reservoir pressure. Judge Ship- 
man, in the Court of Appeals, has confirmed the decis 
ion of Judge Townsend regarding this patent. 

The other claim under case No. 4,976 is for infringe- 
ment of the patent on the engineer’s valve. On this 


- Judge Townsend granted an injunction and accounting 


and Judge Shipman confirms the deceer of the Circuit 
Court. 

We are now left with case No. 5,315. In this suit 
the claim is made of infringement of patent No. 448, - 
827. The claims which are alleged to have been 
infringed are: 

1. In a fluid-pressure brake apparatus normally operated 
by a triple-valve device, the combination, with such an 
apparatus, of a valvular appliance having a casing pro- 
vided with supply and discharge passages or connections, 
and a valve controlling an exhaust port from the supply 
passage to the discharge passage for quickly releasing 
pressure in the supply passage, said valve being actuated 
to open the exhaust port by a greater than normal reduc- 
tion of pressure in the supply passage independently of 
the action of the triple-valve device substantially as set 


forth. 

2. The combination, with a triple-valve mechanism of 
a discharge valve controlling an exhaust port from a sup- 
ply passage to a discharge passage for quickly releasing 
the pressure in the supply passage, said valve being 
actuated to open the exhaust port by fluid pressure in an 
auxiliary reservoir on reduction of pressure in the supply 
passage below the normal degree, in whatever position the 
slide valve of the triple valve mechanism may be brought 
by such reduction, substantially as set forth. 


The distinct invention of this patent is the combina- 
tion of the emergency valve with the triple valve 
mechanism under such relations that no movement of 
the triple valve mechanism is needed to operate the 
emergency valve. The defendants admitted infringe- 
ment of the claims of this patent, but denied their 
validity. Judge Townsend held that the patent covers 
a useful invention and that the claims are valid, and 
accordingly rendered a decree for an injunction and 
accounting under this suit. This is the one decision 
of the lower court that has been reversed by the upper 
court. Ali of the others stand precisely as they went 
up to the Court of Appeals. 

Judge Shipman’s point is that the theory of the 
complainants omits an important characteristic of 
novelty of patent No. 376,837 which is the inde- 
pendency and disconnection of the supplemental pis- 
ton from the triple valve piston. He holds that the 
form covered by patent 448,827 is included in the gen- 
eric claims of No. 376,837, and no invention could con- 
sist in the mere elimination of the action of the triple 
valve piston as an element of control. The patentee in 
the former patent exhausted his power to obtain addi- 
tional patents for mere modifications, having obtained 
the broad claims. In fact, the Judge says that this 
later patent was simply a form of the invention of 
patent No. 376,837 and covered by it. This is the 
ground on which he reverses the decision of the lower 
court, and it seems to strengthen rather than to 
weaken the Westinghouse position as it makes patent 
No. 376,837 so much the broader. 

We may sum up, then, by saying that out of the five 
cases brought by the Westinghouse Company originally 
three were won and two were dismissed in the lower 
court. There has been one reversal in the upper 


court. But the number of points is of the least possible 
consequence; the important fact is the weight of the 


points decided. We find that the decision of the 
Court of Appeals sustained the decrees of the lower 
court against both forms of triple valve which were 
sued upon and against the engineer’s valve. So far 
as concerns the actual appliances brought into court 
the matter stands just as the lower court left it. As for 
the effects of the decision upon the future we will 
not speculate. We may say, however, as an interest- 
ing fact, that the New York Air Brake Company has 
made still another form of triple valve, more recent 
than those sued upon in the cases which we have 
analyzed above, and that suit has been brought by the 
Westinghouse Company for infringement of other pat. 
ents by this latest triple valve. 








Long Valve Travel and the “Miller.” 





In writing, August 17, on the effect of valve travel 
on the efficiency of locomotives we brought up the 
instance of an engine built some years ago for the 
New York, Providence & Boston. The Master Me- 
chanic who has had most to do with engine does not 
agree with all that was said then, and letters from 
him appear on the first page of this issue. 

The engine ‘‘J. W. Miller’’was originally an 18x24- 
inch, eight-wheeler with six-foot wheels and with 83, - 
400 pounds on drivers, 180 pounds steam pressure, and 
was required to make a run of 6214 miles‘in 624 min- 
utes with a heavy eight-car train, and to make one stop 
between Groton Ferry and Providence, R. I. The 
service required could only be performed by giving to 
the engine a very large mean effective pressure in the 
cylinders, and to provide this, it is understood that 
the builders put in special valve dimensions, viz: 2 
inch ports, 2 inch outside lap, and 74% inch valve 
travel, the ports being of the common length of 18 
inches. Mr. Butler says: ‘‘She was never run in the 
guaranteed service, because there has never been a 
train scheduled on this road requiring such perform- 
ance, or anywhere near it.’’ The engine, then, was 
never run in the service for which she was intended, 
and that settles one of the points in question. 

Originally the engine was an eigth-wheeler with a 
special valve gear designed to give great cylinder power 
at high speed. At the time we called the engine a ‘‘mon- 
grel’’ she was a ten-wheeler, having a rear truck, ordi- 
nary valves and the common dimensions of steam ports, 
such as would be used in slow service for passenger 
freight locomotives. Here was an engine not like 
any other that we know of in passenger or freight 
service; there were a novel form of rear truck, abnor- 
mal sizes of steam chest, steam pipes and passages, 
unusual throw of eccentrics, false valve seats, etc., 
which made it different from any type of engine built 
before or since, so far as we know, and there is no 
technical word to describe such an engine, hence we 
called it ‘‘mongrel.’’ 

The steam chest valves were not large in over ail 
dimensions compared with valves now built, as the 
ports were but 18x2 inches, while compound locomo- 
tives, and some simple engines, have 23 and 24-inch 
ports from 1% to 2 inches wide. If the valves were 
too heavy, they must have been made too thick. It 
was not necessary for any reasons that appear on the 
surface to have reduced the length of the ports or the 
width, in order to get a lighter valve, and a change 
in the outside lap reducing it to 1% or 13 inches, 
would have removed any difficulty that was found in 
starting the engine quickly. It then appears that 
neither the outside lap, the travel nor the weight of 
the valves were such as to demand the reduction that 
was made of the port openings at high speed. 

We were wrongly informed about the ‘‘ Miller’’ hav- 
ing been put into freight service, and Mr. Butler 
shows that it has only been used in passenger service; 
however, whether in passenger or freight service does 
not matter particularly; the point in question is 
whether the ‘‘Miller’’ after having been changed to 
a ten-wheeler with a rear truck, and given valve 
gear of ordinary capacity, was a good freight 
engine or a good passenger engine. This is perhaps 
a matter of opinion; we said she was not a good 
engine for either service and this must be taken as 
including construction and repairs as well as perform- 
ance. No doubt the performance of the engine in 
the ordinary passenger service has been good and this 
has not been disputed. 

In complicated mechanism it very frequently hap- 
pens that the entire characteristic of the machine and 
the measure of its fitness for a given service depends 
upon some small detail, and a change in this minor 
part may unfit the mechanism for a given service. So 
it is with locomotives in the fastest service. What might 
be considered a small change in valve dimensions is 
often a vital matter,and may often quite unfit the engine 
for the work required. In a compound locomotive 
for instance, the difference between a valve motion for 





freight service and one for passenger service, lies fre- 








quently in about two pounds of cast iron which is 
used in the slower service for inside lap. The simple 
operation of chipping out with a chisel this small 
amount of material makes a vital difference in the 
performance of the engine and adapts her to run ata 
higher speed. Now, strictly speaking, the characteris- 
tic features of the original engine, ‘‘ Miller,’’ with the 
valves designed for unusually fast and heavy work, were 
essentially changed when they were altered to be 
such as are used for slow passenger and freight engines. 
Apparently it has become necessary in talking about 
this engine to designate a definite period in her evolu- 
tion or there is bound to be a conflict of opinion. 

Now we have said that the changes in the‘* Miller, ’’ 
that is in the valve motion, (see Razl/road Gazette 
August 17, page 566), were made to satisfy a local 
master mechanic. Mr. Butler was master mechanic 
at that time and his office is located not far from 
the works that built the engine. Mr. Butler says 
that the alterations were made by the railroad 
company and thé changes were made because ‘‘some- 
thing had to be done to put her in condition for ser- 
vice required. I proceeded to change the parts that 
were clearly at fault. I put in false valve seats, etc, 
etc.’’ It is hardly to be supposed that the builders 
would confess their inability to construct a suitable 
valve to run with 7% inch travel and 2 inch ports, and 
considering this it would appear that the Master Me- 
chanic changed the valve motion to satisfy himself 
or at least accord with his own convictions as to the 
best condition into which the engine could be put. 

The only value of a discussion of this kind about 
an engine which has, strictly speaking, long since dis- 
appeared, is to emphasize the necessity, in these days 
of fast, heavy service, for designing the valve motion 
of locomotives to suit the condition of the service to 
be performed. The increase of train loads and speed 
ha: given a wide variation in conditions, and as a con- 
sequence there will be found in well designed loco- 
motives great differences in the port openings re- 
quired to permit the free admission and escape of 
steam. 

When the engine was called'a ‘‘mongrel,’’ refer- 
ence was made to that stage of her evolution when she 
had the rear truck and some other unusual features, 
but it happened that she was at that moment being 
made over into a pretty good-looking eight-wheel 
engine, with a different boiler and some other changes 
about which we do not know the details, and this has 
led to a misunderstanding. We have no hesitation 
now in believing that the ‘‘Miller’’? has become a 
handsome, six-foot driver, express locomotive of the 
eight-wheel type, fairly adapted for ordinary heavy 
service; but in so far as the essential features of con- 
struction are concerned, she is no longer the original 
engine *‘Miller,’’ even in name, being now No. 340. 
An Irishman had his ancestor’s flint-lock which he 
prized as having seen service in 1776 and he jaysus 
‘*she’s as new as ever with her government lock and 
rifled barrel and the stock I made meself.’’ 





Prussian State Railroads. 

At the close of the fiscal year 1892-93 (which ends with 
March), the Prussian State railroads included 15,812 
miles of standard gage Railroad (243 miles more than 
the year before), 62 miles of narrow-gage 1ailroads ser- 
ving as common carriers, and 124 miles of lines not used 
for public traffic. No less than 1,118 miles of the system 
are outside of Prussia. 

The capital invested in this system was $1,598, 636,528, 
and for the standard-gage lines open to public traffic 
amounted to $100,961 per mile of road. 

The gross earnings in 1892-93 were $221,027,815, which 
is one-tenth of 1 percent. more than the year before. 
Per mile of road they fell from $14,177 to $13,984. The 
unpaid services rendered to the Imperial Post Office De- 
partment, which conducts what is equivalent to a very 
large express business (parcels weighing not more than 
11 pounds being carried all over the Empire for a trifle), 
if paid for would have added $5,718,460 to the gross and 
also to the net earnings. 

The working expenses were reduced 3% per cent. from 
the previous year to $8,707 per mile of road. The chief 
reductions were in cost of renewals and in ‘‘improve- 
ments.’’ The expenses were 63.09 per cent. of the earn- 
ings, against 65.44 per cent. the year before. The net 
earnings increased 6.9 per cent., and were at the rate of 
5.15 per cent. on the cost of the property, against 4.91 per 
cent. the previous year. 

Of the total earnings, 25.5 per cent. was from passen- 
gers, and 68.7 per cent. from freight. The passenger 
traffic was equivalent to a daily movement each way over 
the entire system of 441 persons. There were 10.8 jour- 
neys and 163 miles of travel on the average for every in- 
habitant of Prussia. Of the total passenger earnings 4.1 
per cent. was from first-class, 25.2 from second-class, 41 
per cent. from third-class, 28.9 per cent. from fourth- 
class, and 2.8 from military passengers. The total sleep- 
ing-car earnings were $122,831. 

The number of regula1 permanent employees of the 
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system was 107,045; of laborers, 175,578. There was a 
decrease of 16,489 (8 per cent.) in the number: of Jaborers, 
and an increase of 6,126 (6 per cent.) in the permanent 
staff. The hard times had evidently compelled a reduc- 
tion of the force. 

The State 1:ailroads pay an income tax tothe local towns 
(commune) governments, which amounted to $1,053,795 in 
the year in question. The other taxes were less than 
$150, 000, 

In spite of the economy practiced, an increase of 87 
locomotives, 371 passenger cars, 42 baggage cars, and 
1,742 freight cars was provided for out of cu1rent earn- 
ings during the year, and the whole equipment at its 
close consisted of 10,564 locomotives, 17,037 passenger 
cars, 4,639 baggage cars, and 207,392 freight cars. 


September Accidents. 





Our record of train accidents in September, given in 
this number, includes 47 collisions, 91 derailments and 
8 other accidents, a total of 146 accidents, in which 50 
persons were killed and 126 injured. The detailed list, 
printed on another page, contains accounts only of the 
more important of these accidents. All which cansed no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident as reported make it of 
special interest. 

These accidents are classified as follows: 

But- Crossing 


















COLLISIONS : Rear. ting. and other. Total. 
Trains breaking in two.....,...... 6 0 1 7 
Misi AOR BWC 0:06:05 0sc00c'0 0000s 1 1 0 2 
Failure to give or observe signal.. 6 0 0 6 
Mistake in giving or understand 

ee rrr 0 3 0 3 
DEISCETIANOORE,. 0:25 0:006:0000000ccccsne 5 3 7 15 
Unexplained 6 4 14 

PUM is sceaaoseensesiawsiseesnees 22 13 12 47 

DERAILMENTS : 

BRON TON iiss 95005 060%:00% 3 | Deackcepaivers....ccsssises 1 
Loose or spread rail -- @7 | Open draw..... 1 
Defective bridge... a, Bad switching 3 
Defective Switcu............ 3 | Animals on track.......... 5 
PPTL RNUNIIE yp him ob oo wats wed erea'e tie, ec | |S e n 1 
ee eee 4 ROPEROD 5, o5<6 56005. biccwcae 
BORO AKIB oo 6000 cciciee cence 6 | Maliciously misplaced 
PENGKON CAPs. .c0s Kee 1 BOOMs. <a Goekacausenconis ° 
Fallen breakbeam 1 Malicious obstruction...... 2 
Fallen deadwood........... 1 Accidental obstruction..... 3 
Failure of coupling......... df Week plataed |. é.:0cissceceus 
Misplaced switch........... 4 -— 
Careless running........... 2 MOM i di.cawanwasienneiawce 91 

OTHER ACCIDENTS : 

Boiler explosion 2 

ORR ND RUN ois sss cnc nesvenseawndnustesesccuewn 2 

ars burned while running ee | 

PN OR a v:cnenisabineneds ceawnwasseectsbancekapexecenes 3 
—- 8 


Total dumber of aochdents. ¢.....6...00scessceccescsesecaccses 146 
A general classification shows: . 
_Col-  Derail- Other To- 
lisions. ments. ac’d’ts. tal. p.c. 
15 0 








Defects of road............ 0 15 11 
Defects of equipment, 8 14 4 2% 19 
Negligence in operating. 25 ll 0 36 25 
Unforeseen obstructions...... 0 15 4 19 12 
Umerpiained ........0sccc.sessies 14 36 0 50 =. 33 

PRL 6 300s send Besnnvrancceewe 47 91 8 146 100 


The number of trains itivolved is as follows: 
Col- Derail- Other 
lisions. ments. ac’d’ts. Total. 


PIE one soi aascesnsnees teenie 24 32 5 61 
Freight and OtRer.......0ccssecsess 60 65 3 128 
NAN, cxscdarunaicadnntnananieidess 8 8 (189 


The casualties may be divided as follows: 
Col- Derail- Other 


KILLED: lisions. ments. ac’d’ts. Total. 
RUS EBs cine sss serine des caresses 10 19 1 30 
PRORPR MOOR, «.x5:0005005 0000p adeneascas 2 3 0 5 
SUD si pctindetisnceenacccaseuws sake 4 ll 0 15 

DAS Ca xsweie steed sacs omsnasensneks 16 3 1 50 

INJURED: 
MMI PCCS esse caivesscacsvaneessas 40 38 6 84 
ING sc catcnvns savndnnewens 12 20 0 32 
OT ee eT ea ee 0 10 0 10 

DIAL ic. caxene seavnadateaesous exes 52 68 6 126 


The casualties to passengers and employees, when 
divided according to clesses of causes, appear as follows : 
Pass. Pass. Emp. Emp 
Killed. Injured. Killed, Tajured. 
Defects OF C008. ....50s0ec00006 1 3 
Defects of equipment.......... 0 0 


Gob 


é 


Negligence in operating....... 2 15 12 44 
Unforeseen obstructions and 
maliciouSNess.......csccceces 2 10 6 14 
Unexplained.......... sien & o 4 7 14 
DG vod kaseussrgustasanwesns 5 32 30 84 


Thirty-six accidents caused the death of one or more 
persons each, and 30 caused injury but not death, leaving 
80 (55 per cent. of the whole) which caused no’ personal 
netted deemed worthy of record. 

The comparison with September of the previous five 
years shows: 

1854. 1893. 1892. 1891. 1890. 1889, 


Se Ga ee reer 47 77 103 159 124 71 
Ne 91 75 s+ 92 120 59 
Other accide MUS... ccocevese 8 6 6 6 10 2 
Totat = tee ewensencnse 146 «158 203 237 254 132 
Employees killed.......... 30 32 68 54 73 26 
Others killed. suesenes 20 47 25 ll 54 20 
Employes injured... Ste Saw eit 84+ «(101 110 95 164 77 
Othara injured.........00e06». 42 99 125 103 174 85 
Passenger trains involved 61 59 74 75 87 51 
Average per day: 
Se ree 4.87 5.26 6.77 7.90 847 4.40 
EEN Se sia sscavsurevessesncs 1.67 2.63 3.10 2.16 4.23 1.53 
BORG sac cccceiens dnyetaens 4.20 6.67 7.83 6.00 11.26 5.40 
Average per accident: 
Fe ere Te 0.342 0.500 0.458 0.52 0.500 0.2 =48 
TOQIUTER. co ccscccccesss coves OB63 1.206 2.957 O:790:15390 1.207 


Of the five deaths of passengers in September two are 
charged to the wreck caused by a tornado at Charleston, 
Mo., on the 12th. Another calamity from a similarly 
unforeseen cause was that at Hinckley, Minn., on the 
Ist. We have no record of passengers killed or injured 
on the cars in this case, although anumber were burned or 
suffocated after they disembarked. Two passengers were 


killed at Camden, N. J., on the 2dina rear collision due to 
a failure of block working. Another conspicuous failure 
of block working, killing two trainmen, was that in the 
Hoosac Tunnel on Sept 8. This case seems to have 
been due to carelessness of the operator at the entrance 
to the tunnel who had a visitor in the tower with him 
at the time he disregarded the rules. He is only nineteen 
years old. He has been held in heavy bonds for trial. 

Among the notable accidents of the month were those 
at Lafayette, Ind., on the 29th, and at Columbus, O., on 
the 4th. Again we have to report two serious oil ex- 
plosions. One of these explosions occurred several 
hours after the derailment and injured a dozen or more 
passengers, but as these persons seem to have been only 
bystanders at the time we have not counted them as 
passengers or their injuries as caused by the ‘rain 
accident. The number of ‘‘others’’ killed is again large. 
A peculiarly distressing case was that near Woodstock, 
I1l., on the 30th, where several boys riding in a car of 
lumber were killed. 

Near Middlesborough, Ky., on the 19th, the engineer 
of a locomotive, who was oiling his engine while he 
passed over a trestle, was thrown off his balance ‘‘by a 
sudden lurch of the engine,’’ and fell to the ground 106 
feet below. An engine of the Old Colony, which ran 
through an open draw at South Boston on the 12th, was 
lifted bodily by means of a floating derrick and no 
damage was done to the draw nor were trains delayed 
either by the accident or by the work of recovering the 
engine. 

On the 18th a hand car on which a gang of bridge 
builders were riding, on the Chicago & Northwestern, 
ran over an explosive near Elva, 11]. Seven of the men 
were injured, three fatally. On the second six persons 
were injured by a collision of electric street cars near 
Rittersville, Pa., and similar accidents occurred in Phila- 
delphia on.the 19th, and near Columbia, Pa., on the 
28th. In the latter one man was killed. At Fitchburg, 
Mass., on the 18th, a street car ran into a locomotive of 
the Fitchburg railroad, and at Jeanesville, Pa., on the 
24th, one ran into a Lehigh Valley passenger train. In 
the former case the ‘‘trolley was off’’ and in the latter the 
motorman seemed to have assumed that when no regular 
train was due the crossing would be clear. Three persons 
were killed in a wagon at a crossing near London, Ohio, 
on the 2lst, and the same number at Putnam, N. Y., on 
the 11th. 





Annual Reports. 


Western New York & Pennsylvania.—This report is 
for the year ending June 30, 1894. The results of opera- 
tions are given below. 


Dec 
1894, wer? yor nie 
Miles operated 3 
Passenger earnings $691,802 $772, ie7 10.4 
Freight earnings 2,162,694 2,798,916 19.1 
Mail, express, etc 157,406 145,556 ees 











Total.... 3,011,902 3,716,639 18.96 
EURDONBES 65. cas. 0sicsuiesoacasenaaiions 2,214,355 2,517,126 12.0 
Wet CATING G 0 o556c0swscesansenios 797,5A7 1,199,513 33.51 
Percentage operating expenses... 73.52 67.72 


It will be observed that this road had unusually bad 
luck in keeping down its operating expenses and that the 
net earnings decreased in much greater ratio than the 
gross. The total passengers carried were 1,460,000, the 
decrease from the preceding year having been over 
250,000, or 15 per cent. The passenger miles were 3], 
449,000, a decrease of 11 per cent. ; but the rate increased, 
namely, from 2.177 cents to 2.2. The tons carried de- 
clined over 24 per cent. to 3,481,000. The ton miles were 
381,951,000, being a loss of nearly 25 per cent. The ton- 
mile rate, however, was slightly greater than in the pre- 
vious year,—namely, 0.5662 per cent, as compared with 
0.5514. Obviously the increased average rate was due to 
the loss of the coarser products carried at low rates. The 
bituminous coal fell off 42 per cent., and this is a very 
large part of the total traffic of the road, in fact, it was, in 
1893, 38 per cent. of the tonnage. Lumber is also an im- 
portant item, and this decreased over 20 per cent. The 
President of the road thinks that the outlook for the 
volume of freight for the coming year is en- 
couraging, but fears that a recovery in rates will be 
very small if it comes at all, and this is particularly the 
case in regard to the rates for carrying soft coal. The 
latter condition is not due alone to the strong competi- 
tion of the carrying companies but more largely to the 
competition of the coal miners mainly in the Pittsburg 
district, where, the veins being thick and the railroad 
facilities good, the operators have been able to establish a 
low basis for coal contracts. . 

The company buiit over 1,200 feet of iron and steel 
bridges last year at a cost of nearly $29,000, and will 
build more bridges in the current year at an approximate 
cost of $30,000. The President says that provision must 
be made for about $612,000 to be spent within a few years 
for safety apparatus, being, before January, 1895, $17,000 
for engine equipment for train brakes; before January, 
1898, $5,000 for automatic couplers, and before January, 
1903, $520,000 for air-birakes on freight cars. Further- 
more, the plans for abolishing grade crossings in the city 
of Buffalo are being pushed vigorously and the question 
of meeting the enormous expense involved in this work 
is coming near. 


Cleveland, (Cincinnati, Chicago & St. Louis.—The 





annual report of this company up to June 30, of this 








year, covers J,850 miles, the same as last year. The 
principal results of operation are as below: 








Decrease, 
Earnings : 1894. 1893. per cent. 
Passenger........ Sais pacatcastewatets $4,104,769 $4,307,371 x 
MEIC Aso oncipinaviaiicaviecccssuees 7,866, 967 9,338,787 15.7 
PTA AN CXPTONS, ». 65000000000 *803.078 769,993 aaae 
Total ss... ss. Bieiniaisistat sole siewicaisae es 774,814 $14,416,151 11.1 
Expenses and taxes pate 9,750,503 10,964,789 11 
Percentage of op. expenses.. 76.32 76.05 anew 


In the yeara5 per cent. dividend was paid on pre- 
ferred stock only, amounting to $500,000. In each of the 
three previous years a dividend of 3 per cent. had been 
paid on common stock as well as 50n the preferred. Of 
course the decrease in earnings is due to the old causes 
with which we ate so familiar, and which operated with 
peculiar intensity in the territory covered by this system. 

The number of passengeis carried was 5,355,528, being 
11 per cent. less than in the preceding year. The passen- 
ger miles, however, were over 218 millions and were 12 
per cent. more than in 1893, The rate per passenger mile 
was 1.882 cents; the preceding year it had been 2.187. 
Obviously, the length of the journey increased, while the 
number of passengers decreased and the rate fell off 
The President attaches comparatively little importance’ 
to the World’s Fair passenger earnings. 

The tons of freight were 7,803,300, and the ton miles 
somewhat over 1,21] million. The rate per ton per mile 
was 0.649 cents, and the year before 0.701. While the 
tons carried fell off 13 per cent., the ton miles declined 
9, and again we see the influence of the depression of 
local industries and the decline of local traffic. 

During the year, $5,000,000 of consolidated bonds were 
sold, the proceeds being applied to the reduction of the 
floating debt and to improvements which were under way 
at the beginning of the year. It is intimated that another 
million will be sold to pay nearly $700,000 of equipment 
uotes coming due and to meet other expenses outside of 
operating expenses. 

Since the formation of the present company in 1889, 
over $696,C00 has been spent in renewals of rails, the 
difference in cost of renewing due to the increased weight 
of rails having been charged to operating expenses. In 
the same time the company has spent nearly $168,000 for 
interlocking plauts at crossings, and has spent $1,287,000 
for bridges and trestles, and $679,000 on buildings and sta- 
tions, all of which has been charged to operating ex- 
penses. Moreover, about $1,928,000 spent on construction 
has been charged to the latter account. The properly has 
no doubt been systematically bettered in physical condi- 
tion in accordance with the well-known policy of the in- 
terests which control it. 


—— 


St. Paul & Duluth,—This company reports for the year 
ending June 30, the results of operating of 247 niles be- 
ing given below: 





Decrease 
Earnings : 1894, 1893. per cent 
PASSONPETS «6.060.606 Succ aimemelae $422,868 $546,352 
PE UECs c.o.50:sclsisicle'e'e sieisa's seeece  L,OWOOOT 1,512,041 30.8 
Mail, express. tor... encaiee 44,518 46,882 Hiss 
TEMES ice sicsncsceeeenseese kee $1,513,394 $2,105,275 28.11 
Expenses 1,049,527 1,427,798 26.49 





The passengers carried fell off 25.38 per cent., and the 
passenger-imules fell off 21.74, having been about 16% 
millions. The rate per passenger per mile decreased a 
trifle; namely, from 2.30 cents to 2.29. Freight statistics 
of tons and ton-miles and rate are not given. The greatest 
decrease in freight is said to have been in wheat, coal 
and lumber, and in the entire loss of shipments of build- 
ing material to the head of the lakes. 

The President mentions the forest fire which occuiic¢d 
since the close of the fiscal year, saying that the loss can 
not yet be accurately estimated. The property of the 
company at Mission Creek and Hinckley was entirely 
destroyed, including about 40 loaded freight cars. The 
station at Miller was destroyed, and ties in the main 
track for about 18 miles were so badly damaged that 20,000 
new ones were necessary for replacement. 





It is very likely that arming express messengers and 
trainmen with some weapon more efficient than a revolver 
will have some good effect on the business of train rob- 
bing. Probably there would be fewer such attempts if 
the ‘‘road agents’’ felt tolerably sure of being met by a 
prompt fire of buckshot from riot guns, and we under- 
stand that a good many railroad companies are providing 
their men with such weapons. But afterall this i not 
the way to stop the evil. The business of transportation 
cannot be carried on in a civilized country by armed 
bodies any more than the business of selling dry goods: 
andin a really civilized country it is not any more 
necessary for those men who are conducting the trans- 
portation business to arm themselves than for the men 
engaged in any other legitimate and peaceful industry. 
What people call organized society exists in order that 
men may go about their business without fear of 
violence, and just so faras they are unable to do so 
society fails. Nor is it fair to expect that trainmen are 
going to invite their own death by fighting train robbers; 
they are not hired for that purpose. In the old days in 
the Rocky Mountains and on the plains, the treasure 
guards of Wells, Fargo & Co. used to be a familiar sight. 
Armed with their short double barreled shot guns they 
rode on the coaches or on horseback near by, and were 
very discouraging to the ‘‘road agents.’? But they were 
essentially men of war; that was their trade and they 
took it up because by it they could earn a livelihood 
doing what to them was interesting work. But the train- 
man is hired for an entirely different purpose, and it is 
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not fair to expect him to stand up to be shotat. If he 
does so it is to his credit, but he is doing something 
more than his simple duty. Furthermore, the railroad 
companies have no right to expose the lives of their 
passengers by engaging in war with highwaymen. 
General shooting from the train is pretty sure to bring 
general shooting at the train; and as the train robbing 
business advances towards a fine art there is more and 
more disposition on the part of the robbers to confine 
their fire to the express car, and it is coming to be the 
tule that passengers may sleep unmolested. There is 
only one way for a civilized country to treat this business, 
and that is for the officers of the law to stop it, which 
they can do perfectly well. The whole thing is the out- 
~rowth of a gross indifference to the rights of the rail- 
road companies, and of those who travel and ship 
treasure by rail. We are glad to find the following in a 
recent issue of the LZvening Post (New York). It is 
another way of saying what we have often said: 

“‘No one would be particularly surprised to read any 
day in the newspapers of a ‘hold up’ between New 
York and Albany. Robbers can hide as easily in New 
York City as in the sage-brush countiy beyond the Rocky 
Mountains, perhaps more so. Something must be done 
to deliver society from this pest. One thing is certain. 
There must be better enforcement of law all around. 
The torm of disease called Coxeyism, which had such a 
run last spring, and which took the form of seizing rail- 
road trains and levying contributions on towns through 
which the ‘commonwealers’ passed, was almost certain 
to develop into train robbery if allowed to pass 
unchecked If the states through which they passed had 
enforced the vagrant laws against them and put them to 
work at Coxey’s favorite enterprise of making good 
roads, the number of train robbers would now be smalle1 
than it is.’’ 





A Denver paper reports that Judge Hallett, of the 
United States District Court for Colorado, recently di- 
rected Receiver Trumbull, of the Union Pacific, Denver 
& Gulf to recognize no assignments of wages due em- 
ployees, but to pay all such moneys to the persons in 
whose name the wages are entered on the pay roll. This 
was done, because it was said, of the expense and annoy- 
ance caused in the Receiver’s office by the presentation of 
claims under such assignments. ‘This will he a pleasing 
item of news to many superintendents and paymasters, 
for the expense and annoyance referred to constitute a 
perpetual burden on many railroads outside of Colorado. 
Every one who desires to freeze out this class of assignees 
will be, glad of aid and comfort from such a powerful 
source. At first sight the Judge’s action seems harsh, for 
it will deprive some railroad employees of the privilege 
of borrowing money when they are in distress. But it is 
likely that the rules of the company, well known to the 
employees, forbid assignments of wages, and that, there- 
fore, the order of the court is not in the nature of instruc- 
tions to the Receiver but rather of a little bracing up 
in the performance of an unpleasant duty. Where 
an employee thus has fair warning, the right of the man- 
ager is pretty plain and the main thing for him to loox 
out for is not to do injustice to deserving employees in 
real distress. If he is harsh or careless in this direc- 
tion he will find public sympathy with the employees 
and they will easily get magistrates to entertain proceed- 
ings against the road. 








It has long been known that net earnings, which 
declined seriously in the spring and early summer 
months, gained to an important extent in August. The 
Financial Chronicle published last week its statement of 
net earnings covering 137 roads for the month and 127 for 
the year from Jan. 1 to Aug. 31. In the month of August 
the gain in net earnings as compared with August of 
the year preceding, was 7.63 per cent., the gain in gross 
having been less than 1 per cent. For the eight taonths 
of the year the loss in net was 14 per cent., and this was 
compared with a bad year, the loss in the first eight 
months of 1893 having been about 3 per cent. In fact the 
gain in #e¢ earnings for the month this year is in com- 
parison with a slim month of 1893, the loss for the 
month last year having been 17 per cent. Out of the 
whole number of 137 roads reported for the month, 89 
showed gains in gross earnings and 97 in net. The in- 
crease in net earnings is greatest on the Pennsylvania 
system, which amounts to no less than $773,748. The 
Burlington follows with an increase of $206,000 and the 
St. Paul with $185,000. The greatest loss in net for 
the month is on the Atchison, which loses $377,000. The 
Illinois Cential loses $204,000, which of course was to 
have been expected as the comparisons are with a 
season of immense business for that road. 


NEW PUBLICATIONS. 








The Boiler Maker,—This is a little monthly journal, pub- 
lished by Joseph T. Ryerson & Son, builders of boilers 
in Chicago. It gives tables of useful information and a 
list of the sizes of sheets, tubes, ete., which can be ob- 
tained at once in stock in Chicago. There are personal 
and trade notes and communications relating to boilers 
and inspection. In the October number there is some 
discussion about the Master Mechanics’ standard specifi- 
cation for locomotive boiler steel. Regarding the 
minority report, which was in favor of low tensile 
strength, soft steel for fire boxes, Zhe Boiler Maker 
says: 

“‘To us this seems arguing along the right line. We 
are not having difficulty at present, as far as cases come 
under our observation, so much from the failure of the 
strength of the sheet as from Jriét/eness, largely due to an 
effort on the part of the manufacturers to keep up the ten- 
sile strength. We note in specifications made to-day by 
the best engineers and boiler makers, ademand fora 





much lower tensile strength than was customarily called | 


for a few years ago, and the concensus of opinion seems 
to be that what is more to be carefully watched than any- 
thing else is the relative percentages of the impurities in 
the chemical composition. . It seems that in connec- 
tion with all the discussion in regard to the physical and 
chemical requirements, that the question of the Arocess of 
manufacture was not sufficiently dwelt upon, and this 
brings us to the question raised in the August issue of 
The Boiler Maker, namely, the apparent necessity for 
two distinct sets of requirements. One specification 
should be for steel made by the open hearth, and the 
other for that made by the Bessemer process, until such 
time as a general verdict can be reached as to the com- 
parative worth of material made by the two processes. 
We cannot emphasize this matter too much. We 
are certainly at sea at present, for how many apparently 
perfect fire-box boiler specifications we see, for which 
the engineer wishes the best in the market, filled with 
plate he would not use fora storage tank. Apropos to 
this subject, we note that the city of Chicago has adopted 
the following specifications for the boiler steel to be used 
in its boilers.’’ 

The specification for shells, domes, heads and drums 
requires the following: The ultimate tensile strength 
shall not be less than 55,000 nor more than 62,000 lbs. per 
square inch. All steel must stand hot or cold bending, 
double and hammered down on itself without showing 
signs of distress, and must be capable of withstanding the 
usual punching and drifting tests. Plates will be re- 
jected if they contain more than .04 of one per cent. of 
phosphorus or more than .03 of one percent. of sulphur. 
It will be remembered that the Master Mechanics’ stand- 
ard specification contains no chemical requirements for 


shell steel and no punching or drifting tests. 


Recollections of a Civil Engineer,—Experiences in New 
York, Iowa, Nebraska, Dakota, Illinois, Missouri, 
Minnesota and Colorado. By D. H. Ainsworth. New- 
ton, Ia.: 1893. 5 in. x 7% in., 177 pages. 

As the sub-title of this book leads one to suppose, Mr. 
Ainsworth’s experience has been chiefly in the West; in 
fact in what has from time to time been known as the 
Far West; and a rather unusual skill as a locating engi- 
neer has kept him for much cf the time in front of the 
grading camps that have been such an important factor in 
the development of our country. The book contains a 
good deal of historical matter relating to the surveying 
and constructing of many railroad lines, with interesting 
notes bearing on the development of the country. Un- 
fortunately, Mr. Ainsworth’s literary style is not very good. 
If he had said more and selected and arranged his ma- 
terial more catefully, his book would have had far greater 
interest and value. For instance, Mr. Ainsworth made 
nearly all the surveys for the 1evision of grades out of 
Omaha for the Union Pacific. No man could tell the 
story of that long fight better than he, or better point out 
the meaning and effects of the connection of ‘‘the Boston 
partv’’ with the road, and the letting of the ‘‘Hoxie,”’ 
‘‘Ames’’ and ‘‘Davis’’ contracts for the construction of 
the Union Pacific. That one of the main streams of con- 
tinental travel was turned from the best and shortest 
channel by speculators in frontier town lots is made ap- 
parent, but the delay of about a year and the consequent 
breaking down of sound financial plans for building the 
road, with the subsequent, if not consequent, spoliation 
of the company, are not mentioned. It would have done 
us all good to read of the consulting ergineer’s (Silas 
Seymour’s) almost speechless indignation when the Act- 
ing Chief Engineer presented a report in which a line 
was urged on the strength of average grades. But with 
all its defects the little book gives a good deal of history 
of public works, going back to 1850, much of which is not 
tu be found outside of the covers of ‘‘Recollections.’’ 


Second Annual Report of the Bureau of Engineering 


of the City of Buffalo, New York, for 1893. 
We receive this report through the Chief Engineer, Mr. 
S. J. Fields, a little late to be sure, but still useful. It 
consists entirely of a statement of municipal work done 
or to be done; and this work, as a result of the very rapid 
growth of Buffalo in recent years and of the great antici- 
pations of future growth, consists very largely of exten- 
sions and improvements of streets, sewers and sidewalks. 


Probably to the engineer the principal interest in the re- 


port is in the table of streets paved and to be paved. 
Here we find that in 1893 there were about 26% miles 
paved with asphalt at a cost of $1,580,000; with brick 1.86 
miles were paved, and with stone 0.58. For 1894 contracts 
had been let for 12.77 miles of asphalt and almost nothing 
else. Twenty miles more was in preparation; that is, the 
preliminaries were made for getting bids. Buffalo is to- 
day a great place to study the use of asphalt pavement. 





The Trackman’s Helper. A Book of Instructions for 
Track Foremen. Ry J. Kindelan, Roadmaster, Chicago, 
Milwaukee & St. Paul Railway. Third edition, revised 
and enlarged. Chicago: The Roadmaster & Foreman, 
1894; 280 pages, 12mo. 

The second edition of Mr. Kindelan’s little book was 
published in 1891, and we are glad to see that it has 
reached a third edition, for that very fact is an evidence 
of the spread of intelligence, and of the desire to do 
really good work among section foremen and trackmen 
in general. The book is written by a practical trackman, 
and is very simple and unpretending in its style and 
thoroughiy sound in its substance. We are glad to see, 
too, that Mr. Kindelan has a proper notion of the uses of 
engineers in track work, and has only a moderate amount 
of faith in that mysterious organ, ‘‘the old trackman’s 
eye.’’ 


A List of Commercial Organizations, National, State and 
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Local, has been put in print by the Interstate Commerce 
Commission and copies may be had free from Secretary 
Edward A. Moseley, Washington, D. C. This pamphlet 
is a careful compilation of the names of the Boards of 
Trade and similar organizations throughout the United 
States, with the names of the Presidents and Secretaries. 
It must prove of value to many investigators and statis- 
ticians. It will be revised and republished as often as 
may be necessary. 

The Street Railroad Journal has issueda handsome 
souvenir number in connection with the thirteenth annual 
convention of the American Street Railway Association, 
held in Atlanta, Ga., October 17, 18 and 19. The book 
contains 122 pages of text principally descriptive of At- 
lanta, Chattbnooga and other large southern cities, well 
illustrated by photographic reproductions and printed on 
heavy wood cut paper. The whole isa fine specimen of 
trade journalism. 


TRADE CATALOGUES 





Reference Catalogue of Interlocking and Signaling Af- 

paratus. The National Switch & Signal Co., Easton, Pa. 
The handsome catalogue just issued by the National 
Co., gives detail plans, illustrations and a descriptive list 
of the apparatus manufactured by that company. A 
frontispiece shows the new works of the company at 
Easton, Pa. A half tone plate shows the standard inter- 
locking machine; then follow numerous plates, printed 
in white lines with blue background to imitate blue- 
prints, showing a great many details of apparatus, as for 
instance, a 4-lever section of the machine, shown in cross 
section, and front elevation and an elevation showing 
special locking of four levers. Among the specialties 
shown, aside from the machine itself, are the National 
anti-friction pipe carrier (Evans patent), an improved 
bracket and rail clip for detector bars, an improved ar- 
rangement of double slips and movable point, frogs with 
hexagonal, adjustable, rocking shafts, and selectors and 
switch and lock movement. The catalogue also shows 
the National torpedo signal (Palmer), the double wire 
compensator (Mitchell & Stevens), the, National electric 
slot and the Lattig automatic electric semaphore. 

The company in arranging this catalogue has adopted 
for numbering its parts and for the catalogue lists a modi- 
fication of the Dewey system of decimal classification, in 
which whole numbers designate the class to which the 
aiticles belong, and the decimals designate each itdivi- 
dual part. For instance, the interlocking machines are 
designated by a series of numbers from 10 to 13, ground 
apparatus from 20 to 29, signals and fittings from 30 to 39, 
and soon. We find in the lists that 10.01 isa leg of an 
interlocking machine, 10.11 is a 4-way, 36-bar locking 
frame with caps, 10.50 is a plain dog, and 10.57 1sa 
double dog; all of which might be confusing to the un- 
initiated reader, but is very clear and simple to the man 
who knows what he is looking for. 
Coal Handling in Power Stations, 

45 Broadway, New York. 


The C. W. Hunt Co., 


In the great variety of ingenious labor-saving machinery 
made by the C. W. Hunt Co., no class strikes us as more 
important or interesting than that which is adapted to 
the economical handling of coal from the receiving point 
to the furnace, and of ashes away from the furnace. In 
the pamphlet which is just issued, which the company 
indicates as catalogue No. 94,082, several solutions of 
special problems in power-station, coal-handling plants 
are given. Incidentally cuts and descriptions of details 
of coal handling machinery, of light railroad equipment, 
and of boiler-house arrangements appear. A case of par- 
ticular interest, which 1s very well shown, is that of the 
Eastern Station of the Brooklyn Heights Railroad Co., 
which has a plant of 36 Babcock & Wilcox boilers of 270 
horse-power each. Here the coal had to be lifted ove1 
100 ft. vertically, and then carried hotizontally in two 
directions, at right angles to each other. The conveyor 
moves horizontally and then vertically, and while mov- 
ing vertically the buckets change direction by a twist in 
the conveyor chain, turning a right angle, so that when 
the conveyor again moves horizontally the direction of 
motion has been changed 90 degrees. The Southern 
power station of the same railroad is also interesting. 

Heat Insulation and Fire Protection,—The H. W. Johns 
Manufacturing Co., of New York and other cities, issues 
a small catalogue advertising the use of its asbestos pipe 
and boiler covering in large buildings. The illustrations 
include Machinery, Hall/at the World’s Fair, one or two 
other World’s Fair buildings, the Masonic Temple, 
Chicago, the new City Hall in Philadelphia, and a num- 
ber of the largest buildings in various cities of the Union. 
It includes also soine representation of the uses of this 
covering on the Third Avenue cable railroad in New 
York, in a big brewery, and in various other places. A 
copy of the pamphlet will be sent to anybody on appli- 
cation. 

Valley, Plain and Peak is the title of a handsome adver 
tising pamphlet of 100 pages, 5x6 inches, issued by the 
Passenger Department of the Great Northern Railway. It 
isa model of its kind. Every right-hand page is filled with 
pictures, either a full-page direct process or etched 
photographic view or a group of several views, all appar- 
ently new and original. The text, on the left-hand pages, 
is terse, sensible and modest. The wood-cut sketches 
interspersed with the text are new and artistic, and really 
help to an understanding of the subjects described. The 
pamphlet was made by Rand, McNally & Co. 

















General Passenger Agent Whitney has also issued Ax 
Atlas of the Northwest, containing colored maps, 12x20 
inches, of the States through which his road rurs. The 
names on the maps are shown in letters easily 1eadable 
and yet small enough so that they do not have to be 
crowded, a merit well worthy of mention. The maps 
are accompanied with carefully-prepared descriptive mat- 
ter and make a really valuable geographical text book. 
We can well believe the statement that school teachers 
throughout the Northwest and in other parts of the 
country have asked for and use this atlas. The maps are 
corrected to July, 1894, and are the work of the Matthews- 
Northrup Company. 





friction Clutch Pulleys.—The E. W. Bliss Co., Brook- 
lyn, N. Y., has issued a catalogue of friction clutch pul- 
leys. The catalogue shows a new clutch for the manu- 
facture of which the company has established a special 
plant. The special features of excellence claimed are a 
friction disk flexibly connected to the pulley, against the 
sides of which the clutch members grip; only two clutch 
members, one keyed rigidly to the shaft, the other mov- 
able; the levers so balanced that at any speed the centrifu- 
gal force has no tendency to throw the clutch in or out of 
operation, Beyond this simplicity and compactness are 
claimed. 

Journal of the Association of Engineering Societies,—The 
September issue of this journal contains a valuable article 
by Mr. Charles V. Weston, on the West Chicago Street 
Railroad Tunnel, with several illustrations. Another 
article is on ‘“Typhoid Fever and the Epidemic at Iron- 
wood, Mich.,’’ by E. A. Rudiger. Mr. Samuel Whinery 
writes an article on ‘‘Asphalt Pavements,’’ which occu- 
pies 20 pages, and isa valuable monograph. Other articles 
are ‘‘Corrosion of Iron Pipes by Electrolysis,’’ by Prof. 
Dugald C. Jackson, and ‘‘A Covered Reservior at Rock- 
ford, Ill., by Charles C. Stowell. 





| 

/lammers.—Yhe David Maydole Hammer Co., Norwich, 
N. Y., issues a handsome catalogue of its cast steel ham- 
mers. The catalogue shows hammers for carpenters, far- 
riers, blacksmiths, machinists and other workers. 





Fire Hose.—The Boston Belting Co. issues a new cata- 
logue devoted especially to fire hose and fittings. 


American Street Railway Association. 


(Concluded from page 739.) 

Composite Brake Shoe Co., Boston, Mass., exhibit of ‘‘Compo”’ 
brake shoes which have run over 20,000 miles. ‘ 

Walker Mfg. Co., Cleveland, O., complete motor equipment; 
250 K. W. generator, spring mounted steel motor; two motor 
truck, showing method of suspension, and electric street car 
equipments. J 

Peckham Motor, Truck & Wheel Co., Kingston, N. Y., two 
full-sized trucks equipped with motors and model of the 
Peckam truck; interchangeable wheels. 

Chapman Valve Mfg. Co., Boston, 
steam, water and ammonia. 

The Stirling Co., Chicago, Il1., model of water tube boiler 
under steam and pressure. 

International Register Co., Chicago, Ill., stationary and 
portable aluminum faced street car fare registers. 

William Wharton, Jr. & Co., Inc., Philadelphia, 
street car rails; track materials and brake shoes. 

Street Car Advertising Co., New York, sample 
cards and frames, 

Veneer Seating & Church Furniture Co., Brooklyn, N. Y., 
perforated veneer and solid seatings. 

Brooklyn Car Wood & Veneer Works, Brooklyn, N. Y., wood- 
ceilings, fillers, etc. 

General Electric Co., Schenectady. N. Y., model of ‘‘K”’ 
controller, (series parallel), illustrating magnetic blow-out 
principle; complete controller: magnetic fuse box showing 
fuse blown on 4400 amperes, 550 volts; complete switchboard 
for electric railroads with total current and feeder panels; 
underground feeder tubes and a line of general electrical 
supplies. 

Jewell Belting Co., Hartford, Conn., dynamo belts and bell 
cord for street railroads. 

Card Electric Co., Mansfield, O., series multiple controller; 
double motor equipment for interurban roads. 

Fulton Truck Foundry Co., Mansfield, O., Robinson radial 
drawbar; double and single steel trucks; ‘‘Imperial"’ hydraulic 
moter lift; ‘‘Troy’’ sand box; improved track cleaners and 
ticket destroying machine. 

Berlin Iron Bridge Co., East Berlin, Conn., large section of 
a station shed lined with their anti-condensation roof lining. 

R. W. Hollis, Atlanta, Ga., automatic magnetic cut-out for 
motors; automatic electric elevator controller; combination 
double pole switch and rheostat. 

Russ Car Fender Co., Washington, is 
fender. 

Western Telephone Construction Co, Chicago, Ill., different 
styles of telephoning apparatus and appliances, 

H. E. Harris, Rochester, N. Y., combined life guard and snow 
sweeper. 

R. Bliss Mfg. Co., Pawtucket, R. I., Woods platform gate. 

Independent Electric Co., Atlanta, Ga., fuse wires. 

Washburn & Moen Mfg. Co., New York, insulated wires. 

Hubley Mfg. Co., Lancaste1, Pa., full line of overhead trolley 
line material. 

Wheeler Reflector 
railroad use. 

R. Woodman Mfg. Co., Boston. Mass., street railroad ticket 
punches and specialties. . 

Empire Electric Insulation Co., Schnectady, N. Y., insulat- 
ing cloths, papers and tape. 

Beacon Vacuum Pump & Electric Co., Boston, 
Beacon incandescent lamp. 

Car Equipment Co., Philadelphia, 
material. 

Rk. A Crawford Mfg. Co., 
equipments for trolley cars. 

Niles Tool Works, Hamilton, O., hydraulic 
boring machine. 

Bass Foundry & Machine Works, Fort Wayne, Ind.,complete 
line of street and surface railroad car wheels. 

McGuire Mfg. Co., Chicago, Ill., Columbian magazine cast 
iron street car heater; this company also exhibited their 
truck applied to several trolley cars in Atlanta. 

Michigan Electric Co., Detroit, Mich., overhead trolley line 
specialties and signal light for electric cars. 

Consolidated Car Heating Co., Albany, 
system of electric car heating apparatus. 

Sterling Supply Mfg. Co.. New York, the Sterling sand box 
and all kinds of street railroad supplies. 

Henry J. Winser, New York, Vernon fare register. 

Maxwood Brake Shoe Co., La Crosse, Wis., compressed wood 
brake shoes. 

The E. T. Burrowes Co., Portland, Me., inside car shades; 
section of open street car showing the “‘Oakette’’ waterproof 
car shade; 150 samples of car shade designs and a cabinet 
showing different styles of shades. 


Mass., gate valves for 


Pa., steel 


advertising 





work for cz 


D. model of car 


Co., Boston, Mass., reflectors for street 


Mass., new 
Pa., Allen trolley line 
Pittsburg, Pa., complete fender 


press, lathe and 


N. Y., complete 
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Young Lock Nut Co., New York, Young lock nut and the 
Brownley injector. 

E. T. DeWitt & Co., tin sand boxes operated by foot power. ‘ 

Hale & Kilburn Mfg. Co., Philadelphia, Pa., car seats and 
springs and rattan canvas lined covering. 

New Haven Car Register Co.. New Haven, Conn., single and 
double carfare registers, and the New Haven triple register 
arranged for recording three different denominations of fares 
or two fares and a transfer. 

Jackson & Sharp Co., Wilmington, Del., one open and one 
closed vestibule electric car, exhibited in service on the Con- 
solidated street railroad. 

Baltimore Car Wheel Works, Baltimore, Md., two Lord Balti- 
more electric street car trucks, one number 12 W. motor and 
other G. E, 800 motors, showing B. C. W. patent central suspen- 
sion, 

Scarritt Car Seat Co., St. Louis, Mo., longitudinal seats in 
rattan and plush and reversable seats in rattan, leather and 

lush. 

. Chicago Rawhide Mfg. Co., rawhide gear wheel. 

H. W. Johns Mfg. Co., New York, moulded mica overhead trol- 
ley materials; overhead electric switches; Grauten rail bond; 
asbestos ,pipe coverings and fittings, packings, gasket, fire 
proofing goods and asbestos clothing; also numerous samples of 
vulcabeston pieces used in insulating street car controllers, feed 
magnet spools, brush holder bushings and other parts used in 
the manufacture of electrical apparatus. 

Gennett Air Brake Co., New York, exhibited one of the first 
air brakes used on surface steam railroads, and the open style 
pump which followed, together with one of their latest double 
action pumps. They also had their entire air brake equipment 
on one of the Atlanta Consolidated Street Railroad cars, which 
made regular trips between the city and the convention grounds. 

J. G. Brill Co., Philadelphia, Pa., three cars in actual service 
on the Consolidated Street Railioad between the hotel and 
grounds; snow sweeper in operation; 21 B. truck; end of car 
showing vestibule application for open end closed cars, and 
sandbox; scrapers; car body jacks; car fender, and a sep- 
erate truck frame, forged in one piece. 

Paige Ircn Works, Chicago, I1l., section of double track with 
switches and crossings arranged for both girder and T-rails; 
T-rail work representing section of track based on steel ties, 
showing brick pavement, etc., as used by the Terre Haute 
Street Railway, of Terre Haute, Ind.; and street and steam 
railroad crossings of two different styles. 

The Johnson Co., Johnstown, Pa., a branch-off of 9 in. guard 
rail construction weighing 117 lbs. to the yard, with a spring 
tongue switch and curve cross and mate; 4in. girder construc- 
tion of curve cross; new ‘‘Dupont*' truck; different styles of 
joints for 10}4-in. high 1ail; standard girder joints and combina- 
tion joints for 9-in. rails, and complete model showing 50 differ- 
ent styles of girder rails. 

The Ohio Brass Co., Mansfield, O., full line of trolley con- 
struction devices and overhead hangings; type ‘*W’’ trolley 
hangers; motor bearings; Wood flexible pole bracket; Spillman 
trolley car; Jewell trolley sling ; pneumatic quick-break switch; 
Woods’ adjustable trolley switchcs and crossovers; reversable 
and adjustable track broom holders; the *‘Ohio*’ trolley; self- 
locking trolley harp wheels and headlights for trolley and 
cable cars. 

Pennsylvania Steel Co., Steelton, Pa., two curved rails, 6% 
degrees, which make an absolute reverse curve; 9-in. four girder 
rail built crossing; light cast steel tongue switch and mate; 
two cast steel frogs, 9-in. rail; built frogs, 9 and 10-in. rail; one 
corner crossing; a pyramid of rail sections ranging from the 
9-in. girder to the 4%-in. T-rail; tie plates and braces; rail 
— ‘-Acme"’ rail brace and a built switch and mate of 6-in, 

-rail. 

Exhibits in connection with the Convention, but not located 
at or near the ground, were a mudel of the truck in use on the 
Broadway cable road, this city, and the exhibit of the West- 
inghouse Electric & Mfg. Co., of Pittsburgh. Both of these 
were located in the Aragon Hotel. The latter was in charge of 
Mr. Alex. J. Wurts, who illustrated, by experiment, the fact 
that lightning will follow a leading track rather than jump 
across space. The machine which Mr. Wurts used was the first 
ot its kind ever constructed. Mr. Wurts used this experiment 
in connection with a lightning arrester of his invention, and 
which is manufactured by the Westinghouse Co. 


TECHNICAL. 
Manufacturing and Business. 

The new Raleigh car-wheel works, at Raleigh, N. C., began 
operations Oct. 20, with a capital of $100,000. The Raleigh 
plant begins with a capacity of 40 wheels a day, employ- 
ing 50 hands; but the capacity of the plant will be gradu- 
ally increased. William E. Ashley, the superintendent of 
the North Carolina Car Co., an establishment which has 
been in existence in Raleigh 12 years, is a large stock- 
holder in the car-wheel works, and the plant is controlled 
by the North Carolina Car Co. Mr. Ashley says that it is 
the intention of his company to establish on the 26 acres 
of ground adjoining the Seaboard Air Line tracks and the 
present shops in Raleigh, a number of small manufacturing 
plants. The equipment for the car-wheel works was fur- 
nished by the Lobdell Car-Wheel Co., of Wilmington, 
Del. Mr. Robert C. Tolmie, of the latter company is 
superintending the starting of the works.- Mr. Tolmie 
will not be the permanent superintendent of the Raleigh 
establishment, but when he retuins to. Wilmington he 
willleave at Raleigh a number of experienced workmen 
formerly at the Wilmington shops. All of the iron ore and 
coke and coal used will be taken from North Carolina 
and other Southern mines, exclusively. 

A large part of the extensive plant of the Tredegar Iron 
Works, at Richmond, Va., was burned on Oct. 18. The 
fire originated in the car-shop. The horse-shoe, black- 
smith, pattern, and cir-shops and numerous sheds were 
consumed. The loss is about $150,000, covered by insur- 
ance. 

The Duquesne Steel Works, of the Carnegie Company, 
has placed an order with the Babcock & Wilcox Co., for a 
1,500-h .p. boiler to be placed in the works. 

New Stations and Shops, 

The Baltimore and Ohio has decided to change the loca- 
tion of the termini of its three divisions, all of which 
now end near about Cumberland, Md. The first division 
now ends at Martinsburg, W. Va., the second at Keyser, 
W. Va., and the Pittsburg & Western division at Cumber- 
land. All of these are within 30 miles of Cumberland, 
and the terminals will all be centered at that point. The 
plans have already been completed for a roundhouse to 
accommodate 42 locomotives, and this will be the largest 
round house on the system. The iand was bought at 
Cumberland several years ago, and since then the neces- 
sary grading has been done, and the room thus made has 
been in use. A large shop will also be built for repair 
work. The city of Cumberland has voted to issue bonds 
for $150,000 to assist the company in its plans. The in- 
formation is given on the authority of an officer of the 
company. 

The Ottawa, Arnprior & Parry Sound workshops are to 
be located at Ottawa, a site for the works having been 





purchased at a cost of $15,000 on the outskirts of the 
city. 

The Denver Union Station, which burned last spring, 
will be ready for occupancy by January. It has been 
remodelled, enlarged by the addition of a third story 
overt the main portion of the building, and will be pro- 
vided with many modern improvements. 

The Baltimore & Ohio shops at Zanesville, O., are 
being repaired and extended with a view to increasing 
the working force. 

The Philadelphia & Reading has prepared plans for 
two large new buildings adjoining its present shops at 
Reading, Pa. A machine shop 200 ft. long will be built, 
and the second structure will be 282 ft. long, and will be 
used as a car paint shop. 

Iron and Steel. 
Morton Stewart, Chairman of the Stockholders’ Re- 
organization Committee of the Maryland Steel Co., states 
that the plant at Sparrow’s Point will resume 
operations about Nov. 1. The works, which employed 
3,000 men, were shut down eight months ago. 
Car Lighting. 
The new ‘‘Sunset Limited’’ trian of the Southern 
Pacific will be lit throughout by the Pintsch light, a 
seven days’ supply of gas being taken from the plant at 
Oakiand, Cal. But one Alling will be necessary for the 
trip from San Francisco to New Orleans and return, 4,978 
miles. 
The Panama Canal. 
The new Panama Canal Co. has been legally consti- 
tuted, and the agent at Bogota has been instructed to an- 
nounce the fact to the Columbian Government. The 
despatch from Panama, which brings this news, says also 
that on Monday of this week 800 workmen resumed work 
on the Culebra section, all of which probably means the 
wasting of more fools’ money. 
Lighting the Brooklyn Bridge Cars. 
The decision as to the method of lighting the cars of the 
New York & Brooklyn Bridge will probably be made 
soon if it has not been made already. A meeting of the 
Trustees was to have been held on Tuesday of this week 
to open bids and probably to award the contract. That 
meeting, however, was postponed, but it is supposed that 
it will have been held before this is published. Whatever 
the decision is it will probably be for some form of elec- 
tric lighting. 
Car Heating. 
The Consolidated Car-Heating Co., Albany, N. Y., has 
just received orders for the entire equipment of the Nor- 
folk & Western with its commingler storage system and 
Sewall steam coupler. The Consolidated Company has also 
received orders for the entire equipment of the Ulster & 
Delaware, with its direct steam system No. 2, and the 
Sewall steam coupler. The orders include equipment of 
all locomotives on both these roads with the Consolidated 
improved locomotive equipment. 
The Melan System of Bridges. 
Tests of concrete and iton floor arches on the Melan 
System (see a very ,full description in the Raz/road 
Gazette, April 13) are to be made in New York, and five 
of these atches have been recently built. One arch is 7 ft. 
span and 6 ft. wide, with three 4-in. I-beams 3 ft. apart. 
Two others are similar, but of 6 ft. span, and the remain- 
ing two aie 6 ft. span and 4 ft. wide, with 3 T-bars 3x3 
in. 2 ft. apart. The iron arch beams rest between 12-in. 
I-beams, which latter are held together by means of 
angles to an unyielding frame. Upon the wooden cen- 
terings was laid the concrete arch, 4 in. thick, composed 
of one part Manheim Portland Cement, two parts sand 
and four parts 34-in. stone, well rammed against the sides 
of the arched beams, and backed up to the under side of 
the top of the flanges of the 12-in. beams. The construc- 
tion was under the supervision of Mr. Fr. von Emperger, 
who represents the Melan System in this country, and 
Mr. Geo. Hill, M. Am. Soc. C. E. 


An Aluminum Torpedo Boat. 


Messrs. Yarrow & Co. have recently built for the 
French Government an aluminum torpedo boat, which 
has been tried on the Thames, and which is said to be 
the largest vessei yet built of aluminum, and indeed the 
largest structure ot any kind yet produced in that metal. 
This craft is 60 ft. long, 9 ft. 3in. beam. She has triple- 
expansion engines and an aluminum bronze propeller, 
running at from 580 to 600 revolutions a minute. The 
boiler is of the Yarrow, water-tube type. On her official 
trial, the 20th of September, a mean speed of 20.5 knots 
an hour was developed; the boiler pressure ran from 175 
up to 185 lbs. The saving in weight as compared with 
steel boats of the same sort built for the British Navy is 
about two tons, and the gain in speed about 3% knots. 
The extra cost of material is said to have been about 
$5,000. The metal used is aluminum, alloyed with about 
6 per cent. of copper, having a tensile strength of about 
18 tons per square inch. The scantlings were increased 
25 per cent in sectional area over the proportions for steel 
and the weight of the hull was reduced one-half. The 
plates are triple riveted with aluminum rivets. 
The Master Car Builders’ Gages. 


Replies to circular dated Sept. 4, in regard to gages re- 
cently adopted by the Association, do not indicate that 
ordets for 50 sets can be assured at the prices quoted by 
gage manufacturers. Many of the replies indicate that 
the prices quoted are considered too high, and that gages 
have been, or will be, made by the companies at their 
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own shops. The Executive Committee has again con- 
sidered the question, and decided that it cannot effect 
satisfactory arrangements with gage manufacturers for 
these gages. It recommends that railioad companies 
making these gages should have the large lithograph 
drawings of them from the office of the secretary, so that 
the gages may be properly made in so far as the essen- 
tial or gaging dimensions are concerned. 

The Executive Committee has examined the 15 sheets 
of lithograph drawings showing all the standards and 
recommended practice revised to date, that is, including 
changes and new matter since the ballot of 1894, and be- 
lieves that members do not fully appreciate the import- 
ance of having a full set of these drawings for reference 
in following M. C. B. standards as thoroughly as pos- 
sible. The secretary has, therefore, been instructed to 
call attention again to this matter, as coming from the 
Executive Committee with its recommendation as above. 
When originally issued in 1893, there were sheets 1 to 11, 
inclusive, of M. C. B. standards, and sheets A and B of 
recommended practice. By the ballot of 1894, sheets 1, 
2, 3, 8 and A were revised, and sheets 12 and C wete orig- 
inally issued, so that there are now sheets 1 to 12, inclu- 
sive, of M. C. B. standards, and sheets A, RB and C of rec- 
ommended practice, all as revised and completed to 
date. 

The new sheets of 1894, Nos. 12 and C, are as follows: 

SHEET 12: 
Standard Termsand Gaging Points for Wheels and 
i Guard Rail and Frog Wing Gage. 
b Check Gage for Mounting Wheels. 


Wheel Tread. 
ss Flange Thickness Gages for New Wheels. 


SHEET C. Recommended Practice for 
Journal Bearing and Wedge Gages. 
Safety Chains for Freight Cars. 
Minimum Thickness of Steel Tires. 
Dummy Coupling Hook. 


These lithographs are made on thin semi-transparent 
paper, so that blue prints may be taken therefrom the 
same as from tracings. They are sold at 25 cents per 
copy, or $3.75 for a set of 15 sheets. 
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Notes. 

The United States Grand Jury at Pittsburg, Pa., which 
last week indicted Mr. C. S. Wight, of the Baltimore & 
Ohio for giving illegal rebates on freight, has found a 
bill against Mr. James Means, of the Pittsburg, Cincin- 
nati, Chicago & St. Louis, for a similar offense. A 
press despatch this week says that the case against Mr. 
Wight has been adjourned until next May. 

The roundhouse and eight locomotives of the Inter- 
colonial Road were burned at Riviere du Loupe, Que., 
on Oct 20. 

It is reported that on the lines of the Southern Railway 
in Alabama the baggage men on passenger trains are to 
be discharged and the work placed in the hands of the 
exptess messengers. A despatch from San Francisco re- 
ports similar action on the part of the Southern Pacific. 

The United States Grand Jury in Chicago on Oct. 19 
rendered indictinents against E. V. Debs and 68 other 
men of the American Railway Union for obstructions of 
the mails and other violence. 

The Boston Transcript says that the abolition of grade 
crossings on the iine of the Boston & Albany in Newton, 
Mass., is likely to be postponed at least six months. 
This project is a costly one, involving tbe elevation or 
depression of the railroad for about five miles, and the 
citizens are so decided in their views as to how the 
change should be made that they are working to have 
the matter delayed until they can get a special act passed 
by the Legislature. 

At the annual meeting of the stockholders of the New 
York, New Haven & Hartford at New Haven, Conn., on 
Oct. 17, there was much complaint concerning the by- 
laws under which the Directors conducted the meeting. 
These by-laws, adopted during the past year, limit the 
business of the meeting to matters stated in the call, and 
the call was for the election of officers only. It is said 
that the rules were drawn for the purpose of choking off 
Henry C. Goodwin, of East Hartford, who makes a com- 
plaint of some kind against the management nearly every 
year. The rules seem to have offended others besides 
Goodwin, however, and it is said they will be modified. 

The Union Pacific Coal Company has notified J. F. 
Pierce, People’s Party candidate for State Auditor of 
Wyoming, that he must either resign from the service 
of the company or withdraw from the ticket. The order 
comes from the Union Pacific receivers. The State law 
prescribes a fine of trom $100 to $500 when any indiviual 
or corporation in any way interfers with the candidacy 
of an employee for public office. Chairman Merritt, of 
the Populist State Committee, offers a reward of $1,000 
for the conviction of any person so offending. 

The run of every passenger conductor on the Grand 
Trunk has been changed in accordance with action of 
the Directors at the annual meeting, who decided to place 
conductors upon divisions where they are less acquainted 
and less susceptible jg temptation. The order applies to 
conductors on all the companys lines, both in Canada and 
the United States. 

Train Robberies. 

The number ot train robberies this week is the same 
as last—to wit, two. Near Gordon, Tex., on the 19th, a 
train of the Texas & Pacific was stopped at midday bya 


band of armed horsemen,unmasked, who are said to have 
taken $4,000 or more. They compelled a sectin master 


’ 


to take up two rails and flag the train, 
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At Corretta, near Wagoner, I. T., on the evening of the 
21st, a train was stopped by the ‘‘Cook gang’’ and robbed 
of a small amount, said to be less than $500. The through 
safe was not opened. The passengers were intimidated 
by pistol shots, andthe reports say that every window in 
the train was riddled with bullets. This train was 
stopped by the misplacement of a switch when the train 
had approached within a few feet of it, and the engine 
collided with some empty cars standing on the side 
track. Three of the cars were wrecked, blocking the 
main track. One passenger was shot and dangerously 
wounded. ‘The robbers were negtoes and half-breeds. 

Press despatches report large parties of sheriffs search- 
ing for the robbers in both Indian Territory and Texas. 
Aman has been arrested at Cumberland, Md., and 
another at Cincinnati, O., who are believed to have taken 
part in the robbery near Quantico, Va., on Oct. 11. One 
of them is said to have made a confession. 


Russia’s First Narrow=Gage Railroad. 


Conimenting on the recent granting of a franchise fora 
125-kilometer (78-inile) narrow-gage railroad, to be built 
in the Government of Wilna, in Russia, the S¢rassen- 
éahn, a German street railroad journal, takes occasion to 
point out that the first narrow-gage railroad in Russia was 
opened on Sept. 14, 1892, and has been operated success- 
fully ever since. It is the St. Petersburg-Ochta-Irinowka 
line, better known simply as the Irinowka road, and was 
built during the summer months of 189] and 1892. The 
total length of the line is 33% versts (about 22 miles), 
and the gage is 750 mm., or about 30 miles. The locomo- 
tives in use are four-wheeled tender engines, rated at 
from 30 to 40 horse-power. The entire road was built 
and equipped by the German firm of Arthur Koppel, of 
Berlin. 


Car-Burning in Chicago. 

A press despatch from Chicago, Oct. 23, says: The 
deeds of violence which characterized the recent great 
railroad strike were repeated last night at Grand Crossing 
and South Chicago by a gang of hoodlums. An Illinois 
Central suburbau train was buarded bya crowd of roughs, 
who abused the crew, calling them ‘‘scabs.’’ They were 
finally ejected. When the train reached Wildwood the 
station was burning, and while the trainmen devoted 
themselves to extinguishing the flames the ruffians set 
fire to a train of box cars on a side track, one car being 
totally destroyed. When the train again started it was 
found that all the signal lamps had been removed and 
placed under the wooden work of the roadway, the struc- 
ture burning like tinder. The flames were smothered 
with sand and cinders, but not until the track in places 
was so weakened that supports had to be placed under it. 


A Railroad in Venezuela. 

The United States Consul at Maracaibo, Venezuela, 
reports that the government of that country has made a 
contract with a Spanish company for the construction of 
a railroad from Puerto Cabello to Cariaco. The road 
is to be built in four years and the government is to have 
5 per cent. of the net receipts from the company. From 
the despatches we have seen we do not learn what the 
concession is. 

New Coal Storage Plant at Port Richmond. 

The Receivers of the Philadelphia & Reading Railroad 
_have presented a petition to Judge Dallas, of the United 
States Circuit Court, at Philadelphia, for permission to 
negotiate a loan of $160,000, for the purpose of erecting 
an extensive coal storage plant at Port Richmond. The 
plant will be located on property to the north of the 
present tracks at Port Richmond, which covers an area 
of 600 ft. by 1,800 ft. The coal storage plant will consist 
of six coal-trimming, or piling machines; two of 20,000 
tons capacity, two of 30,000 and two of 40,000 tons, mak- 
ing a total capacity of 180,000 tons, which may he in- 
creased by chuting, to about 200,900 tons. The plant will 
be adapted to receive and store coal] at the rate of between 
5,000 and 6,000 tons in ten hours, and by the use of re- 
loaders coal can be taken from stock, screened and 
loaded into cars at the samerate. The plant to be erected 
is guaranteed to store and reload the coal at a cost not ex- 
ceeding 5 cents per ton for both operations. The 
difference between this cost and the present cost of hand- 
ling coal at Port Richmond will, it is estimated, effect 
a saving of about $40,000 a year. The new plant will be 
erecied by the Dodge Coal Storage Company, of Phila- 
delphia. 


Mr. Corthell and the International Institute. 


Mr. E. L. Corthell writes from Beine, Switzerland, 
that he is recovering from his illness, and that he hopes 
soon to be well again. 

Copies of his proposition for an International Institute 
of Engineers and Architects have been sent out, with ac- 
companying let'ers, to 133 engineering societies and 147 
individual engineers, a total of 280 copies sent to thirty- 
four different countries. About fifty copies have been 
sent also to architectural societies in the United States 
and other countries.—/ournal of the Association of Eng, 

0. 


Army and Navy Notes. 

The Navy Department has accepted a lot of Howell tor- 
pedoes from the Hotchkiss Co. 

The Ordnance Board of the United States Army has 
recently made 1ather extensive tests of six-pounder rapid 
fire guns. The guns which competed were the Driggs- 
Schroeder, Hotchkiss, Maxim-Nordenfelt, Seabury, and 
Sponzel. All of the guns passed the test without material 
injury except the Sponzel gun. The best showing was 
made by the Driggs-Schroeder and Hotchkiss, between 
which honors were about evenly divided. Observations 
made for the temperature of the guns after repeated firing 
showed as a rule that after 75 rounds the heat was suffi- 
cient to melt soft solder placed upon the chase of the 
gun, indicating a temperature of 375 degrees F. In one 
case the heat was sufficient to melt rosin in the same way 
after 20 rounds, and in another a temperature of about 600 
degrees was indicated by the softening of lead placed 
upon the chase of the gun. 

The United States Composite Cruiser Maine had an offi- 
cial trial Oct. 17, in Long Island Sound, sailing from New 
London. It is estimated that her engines will develop 
9,000 horse-power, which is the contract requirement, 
and that there may be an excess of from 400 to 600. A 
run of 25 miles was made at an average speed of 15.25 
knots per hour which, making allowance for the tide, is 
increased to 17.25. 

Lieutenant Karmony, U. S. Marine Corps, has recently 
repotted the results of experiments on cadavers with the 
new small calibre rifle adopted for the navy. The calibre 
is .236, and the projectile nickle-coated, smokeless pow- 
der being used. At ranges of from 50 to 300 yards the 
effect on bones resembled that of an explosive projectile. 
Fragments were frequently carried through the wound of 
exit, the muscles pulped, and the limb damaged seriously. 
Passing simply through a muscle the wound is very 
small, and the damage slight, unless an artery is struck, 
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when it is cut as with a knife. Persons familiar with 
gun-shot wounds with large projectiles, at comparatively 
low velocities, know that arteries are often pushed aside 
and uninjured, but with the new projectile they are pretty 
sure to be severed. 

A 12-inch armor plate of harveyized nickel-steel was 
recently tried at the Bethlehem proving grounds. It was 
one of the plates for the side armor of the Texas. It 
was-attacked by two shots from a 8-inch rifle. The first 
had a velocity of 1,678 ft., the second 2,004 ft. The 
Holtzer steel shell was used, weighing 250 pounds. Both 
shells we1te broken up, the points remaining in the plate. 
The plate itself was not cracked. 


LOCOMOTIVE BUILDING. 


The Pennsylvania shops at Columbus, 9., this week 
turned out nine engines. The full force of this shop is 
1,200, and at present over 1,100 men are at work on nine 
hours’ time. 


CAR BUILDING. 


Three combination cars for the Northwest system will 
be completed this month at the Pennyslvania shops, at 
Columbus, O. Orders have been received for 20 ew 
cabin cars and 25 platform cars, all to be equipped with 
air brakes and automatic couplers. 


The Boston & Albany 1s soon to ask bids for some new 
freight cars. 

The Plant System is in the market for new freight cars: 
also the Florida Central & Peninsular, the Central of 
Georgia, the Cincinnati, New Orleans & ‘Yexas Pacific 
and the Southern Railway. 


The Barney & Smith Car Co., of Dayton, O., has begun 
the delivery of the new passenger cars ordered in Sep- 
tember by the Cleveland, Cincinnati, Chicago & St. 
Louis Railroad. So far about six of the new cars have 
been delivered to the railroad company. It will be re- 
membered that the company lost nearly 30 cars in a fire 
in its freight house at Cincinnati in August. The Barney 
& Smith Car Co. received an order to replace the burned 
cars. 


BRIDGE BUILDING. 


Burlington, Wis.—The Wisconsin Central Railway 
Co. is about to build a new iron bridge across the Fox 
River where its right of way crosses the river near Bur- 
lington. 

Providence, R. I.—Proposals will soon be called 
for building a bridge at this place to replace the present 
Red Bridge- 

Regina, N. W. T.—The Government of the North- 
west Territories is calling for tenders for the construction 
. 2 rer bridge across the Souris River, at Oxbow, 





MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Baltimore & Ohio, semi-annual, 2 per cent., payable 
Nov. 15 

Boston & Matine, quarterly, $1.50 per share on the com- 
mon stock, payable Nov. 15. 

Nashville, Chattanooga & St. Louis, 1 per cent., pay- 
able Nov. 1. , 

Puliman’s Palace Car Co.,quarterly, $2 per share, pay- 
able Nov. 15. bias 
Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies will 
be held as follows: 

Central Massachusetts, annual, Boston, Mass., Oct. 31. 

Cleveland, Cincinnati, Chicago & St. Louts, annual, 
Cincinnati, O., Oct. 31. 

Manhattan Elevated, annual, New York City, Nov. 14. 

New Orleans & Northeastern, annual, New Orleans 
La., Nov. 7. ny 

Raleigh & Augusta Air Line, annual, Raleigh, N. C ; 
Nov. 8. Fes 

Raleigh & Gaston, annual, Raleigh, N. C., Nov. 8, 


Technical Meetings. 

Meetings and conventions of railroad associations 
technical societies will be held as follows: 

The New York Ratlroad Club meets at the rooms of 
the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City, on the third Thursday 
in each month, at 8 p. m. 
on Eno bey prs Railroad Club meets at Wesleyan 

all, Bromfie street, Boston ass. 2 se 
Wednesday of each month. ne ee on re 

The Central Railway Club meets at the Hotel Iroquois 
Buffalo, N. Y., on the fourth Wednesday of January, 
March, April, September and October, at 10a. m. At. the 
October meeting Mr. Morford’s paper on ‘Terminal 
Yards’’ will be the opening subject for discussion. 

The Southern and Southwestern Railway Club meet 
at the Kimball House , Atlanta, Ga.,on the third Thurs 
day in January, April, August and November. 

The Northwestern Railroad Club meets at the Ryan 
Hotel, St. Paul, on the second Tuesday of each month, at 


and 


8p. m. 

The Northwestern Track and Bridge Association 
—_ at the or on — Station, on the Friday follow- 
ing the secon Jednesday of Marct e, Se ’ 
and December, at 2.30 p. x ees 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
York, on the first and third Wednesdays in each month 
at 8p. m. ; 

The Western Society of Engineers meets on the first 
Wednesday in each month, at 8p. m. The headquarters 
of the society are at 51 Lakeside Building, Chicago. 

The LEugineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m. 

The Engineers’ and Architects’ Club of Loutsville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street, on the second Thursday in each month, at 8 


i it. 

The Association of Engineers of Virginia holds infor- 
—_ Sn ig ey — Wednesday of each month, from 
eptember to ay, inclus 2 ildi 
ak Porth ay usive, at 710 Terry Building, 

The Boston Society of Civil Engineers meets at Wes- 
leyan Hall, 36 Bromfield street, Boston, on the third 
Wednesday in each month, at 7.30 p. m. ; ' 

The Engineers’ Club of St. Louis meets in the Mis- 
sou1i Historical Society Building, corner Sixteenth street 
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and Lucas place, St Louis, on the first and third Wednes- 
days in each month. 

The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
sociation headquarters are at The Cumberland Publishing 
House, Nashville, Tenn. 

The Engineers’ Society of Western Pennsylvania meets 
in the Carnegie Library Building, Allegheny, Pa., on the 
third Tuesday in each month, at 7.30 p. m. 

The Technical Sociely of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 319 Market 
Cal., on the first Friday in each 


street, San Francisco, 
month, at 8 p. m. an ‘ 
The Denver Society of Civil Engineers meets at 36 


Jacobson Block, Denver, Col., on the second and fourth 
Tuesdays of each month except during July, August and 
December, when they are held on the second Tuesday 
only. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., on the third Saturday in each month, at 
7.30 p. m. 

The Engineers’ Club of Minneapolis meets in the 
Public Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

Yhe Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at 8 p. m. ’ 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8p. m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

The Engineers’ Club of Cincinnati meets at the rooms 
of the Literary Club, No. 24 West Fourth street, Cin- 
cinnati, O., on the third Thursday in each month, at 7.36 
p. m, Address P. O. Box 333. 

The Moundrymen’s Association meets at the Manufac- 
turers’ Club, Philadelphia, Pa., on the first Wednesday in 
each month. 

The Western Foundrymen’s Association meets in room 
701, Western Union Building, Chicago, on the third 
Wednesday of each month. B. W. Gardner, Monadnock 
Block, Chicago, is secretary of the association. 
Superintendents of Bridges and Buildings. 

The fourth annual meeting of the American Inter- 
national Association of Railway Superintendents of 
Bridges and Buildings was held in Kansas Citv, begin- 
ning Oct. 16. The Mayor of the city delivered an address 
of welcome. About 175 members and their friends were 
present. Among the papers presented were the follow- 
ing: 

f Depressed Cinder Pits and Other Kinds,’’ report by 
Walter G. Berg, Lehigh Valley, Jersey City, N. J. 

‘Interlocking Switch Signals,’’ A. T. Shane, Big Four, 
Lafayette, Ind. : 

“Best Methods of Bridge Inspection,’’? G. M. Reid, 
Lake Shore, Cleveland. 

“Pumps aud Boilers,’? by C. W. Markley, Big Four, 
Crawfordsville, Ind. 

‘‘Maintenance of Pile and Frame Trestle,’? W. McGoni- 
gle, Duluth & Iron Range, Two Harbors, Minn. ; 

‘‘The Best Foundation for Track Scales,’’ O. J. Travis, 
Elgin, Joliet & Eastern, Joliet, Ill. 

Western Society of Engineers. 

A regular meeting was held at the Grand Pacific Hotel, 
Chicago, Oct. 3, President Herr in the chair. Mr. On- 
ward Bates presented a paper, entitled ‘‘Notes on a 
Broken Pinion Shaft,’’ which was read by the secretary. 
The paper was illustrated by photographs showing a 
peculiar fracture of a wrought iron shaft used in a rail- 
road bridge. The papet was discussed by Messrs. Gold- 
mark, Finley and Artingstall. ; 

Mr. T. T. Johnston read a paper on ‘‘General Hy- 
draulics of the Chicago Main Drainage Channel.’’ The 
paper treated of the grade and cross-section of the chan- 
ne] :—its effect on the great lakes: the effect of the Des 
P!aiues River; its effect on the Illinois and Mississippi 

Rivers, ete. It was copiously illustrated by large maps 
and diagrams. ‘The paper was discussed by Messrs. Ros- 
siter, Cooley and W. E. Williams. 

The next meeting of the Society will be held at the 
Grand Pacific Hotel, Nov. 7, and the discussion of Mr. 
Goldmark’s paper on Strains and Deflections in Solid 
Bridge Floors will be continued. Members are asked to 
arrange to dine on that evening at the Grand Pacific Café, 
where special tables will be reserved for them and_ their 
guests, 

The American International Association of Superintend- 
ents of Bridges and Buildings. 

The fourth annual meeting of the American Interna- 
tional Association of Railway Superintendents of Bridges 
and Buildings was held in Kansas City, Mo., Oct. 16 to 
19, 1894, with headquarters at Coates’ Hotel. The meet- 
ing was called to order at 10 a. m., on Tuesday morning, 
Oct. 16, by President J. E. Wallace (Wabash), of Spring- 
ticld, Ill.” Speeches of welcome were made by prominent 
city officials and responded to by members of the visiting 
association. There was a total attendance of about 60 
members, in addition to a large number of visitors, 
cheifly prominent railroad officials. Twenty-one new 
members were enrolled. 

rhe remainder of the morning session was occupied by 
the annual address delivered by President Wallace and 
by other routine business, appointment of committees, 
eic. 

The order of business for the afternoon session was the 
reading of Committee Reports on subjects assigned at the 
lust convention in Philadelphia. ; 

fhe Committee on ‘‘Depressed Cinderpits,’’ consisting 
of Walter G. Berg (Lehigh Valley), George W. Andrews 

Biltimore & Ohno), R. M. Peck (Missouri Pacific) and 
Abel S. Markley (Pittsburgh & Western), presented a 
very exhaustive report on the subject, classifying and 
reviewing the existing practice and submitting recom- 
mendations. This report was accompanied by a large 
nomber of drawings and an appendix, in which the valu- 
able detail data collected by the committee had been 
compiled for easy reference. 

The Committee on ‘‘Best Method of Bridge Inspec- 
tion,’’ consisting of G. M. Reid (Lake Shore & Michigan 
Southern), J. M. Staten (Chesapeake & Ohio), E. T. 
Wise (Illinois Central) and J. S. Berry (S. T. & S. W., 
Texas), presented a report giving the general opinions, 
experience and practice of the members. 

The Committee on ‘‘Maintenance of Pile and Frame 
Trestles,’’consisting of W. A. McGonagle (Duluth & Tron 
Range), J. H. Markley (Toledo, Peoria & Western), 
George C. Nutting (C., C. & C.) and John Copeland (C., 
St. P., Minn. & O.), presented a large number of blue 
prints of standard trestle plans-with a report in which the 
subject was discussed under the following heads: 

1. Piling—Size, kind of timber, best weight of hammer 
2. Length of span; 3. Stringers—Num- 


” 


to use in driving; 
ber, size and best timber; 4. Ties—Size, length and dis- 
tance centers: 5. Guard rails—Size, length and framing 
design; 6. Drift bolts and packing bolts; 7. Cast washers 
and packing blocks; 8 Best method of framing trestles; 


9. Economy of preserving bridge timber and best method. 
The Committee on ‘‘The Best Scale Foundation,’’ con- 
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| sisting of O. J. Travis (E., J. & E.), Joseph Doll (C., C., 
C. & St. L.), C. D. Bradley (St. L. & San Francisco) and 
T. M. Strain (Wabash), presented a report giving the in- 
dividual views and practice of the members with valu- 
able suggestions and recommendations. 

No evening session was held, in order to give the com- 
mittees appointed at the morning session time to meet 
and prepare their reports. 

The morning and afternoon sessions of Wednesday, Oct. 
17, also the morning session of Thursday, Oct. 18, were 
| occupied in discussing the reports presented by the com- 
| mittees above mentioned. A very large number of mem- 
Es participated in the discussions, especially on the 


subject of ‘‘Maintenance of Pile and Frame Trestles’’ and 
“‘Inspection of Bridges.’’ 

On Thursday afternoon the time was occupied by rou- 
tine business, appointment of committees ou subjects for 
next year’s convention, election of officers, resolutions, 
etc. The convention adjourned at 4 p. m., to meet next 
year at Atlanta, Ga., on the third Tuesday of October. 

The subjects for papers to be read and discussed at next 
year’s convention are as follows: 

1. Mechanical action and resultant effects of motive power at 


high speed on bridges. 
2. Methods and special appliances for building temporary 


trestles over washouts and burnouts. 

3. Strength of various kinds of timber used in trestles and 
bridges, especially with reference to the Sonthern Yellow Pine, 
White Pine, Fir and Oak. 

4. Best method of erecting plate girder bridges. 

=5. Best and most economical railroad track pile driver. 

6. Sand dryers, elevators and methods of supplying sand to 
engines, including buildings. 

7. Span limits for different classes of iron bridges and com- 

arative merits of plate girder and lattice bridges for spans 

rom 50 to 110 feet. 

8. Best method of spanning openings too large for box 
culverts, and in embankments too low for arch culverts. 

9. Best end construction for trestles and adjoining embank- 
ments, 

10. Interlocking signals. 

11. Pumps and boilers. 

The following officers were elected for the coming 
year: 

President, 
Philadelphia. 

First Vice-President, W. A. McGonagle, Duluth & Iron 
Range, Two Harbors, Minn. 

Second Vice-President, L. K. Spafford, Kansas City, 
Fort Scott & Memphis, Kansas City, Mo. 

Third Vice-President, James Stannard, Wabash, Mo- 
berly, Mo. - 

Fourth Vice-President, Walter G. Berg, Lehigh Valley, 
Jersey City, N. J. 

Secretary, S. F. Patterson, Concord * Montreal, Con- 
cord, N. H. 

Treasurer, George M. Reid, Lake Shore & Michigan 
Southern, Cleveland, O. 

Executive Committee, James Stannard, Wabash, Mo- 
berly, Mo.; James H. Travis, Illinois Central, Chicago, 
Ill.; Joseph H. Cummin, Long Island Railroad, Long 
Island City, N. Y.; R. M. Peck, Missouri Pacific, Pacific, 
Mo.; J. IL. White, Texas Midland, Terrell, Tex.; A. 
Shane, Cieveland, Cincinnati, Columbus & St. Louis, La- 
fayette, Ind. 

The members visited, by invitation of the Armour 
Packing Co., the extensive slaughter and packing houses 
of that company. The lumbermen of Kansas City ten- 
dered a reception, at which Mayor Davis, of Kansas City, 
welcomed the members to the city. The local committee 
of the association, consisting of James Stannard (Wabash) 
and LL. K. Spafford (K. C., F. S. & M.), had made ar- 
1angements for visiting a number of points of interest, in- 
cluding a trip on the Missouri River to examine the ex- 
tensive government river protection work, after the ad- 
journment of the convention. The regular work was not 
interrupted for sight-seeing or pleasure trips, so that the 





George W. Andrews, Baltimore & Ohio, 








success of the convention from a business point was 
assured. The papers offered were of a high grade and 
the exchange of opinions of such a large number of prac- 
tical men from all parts of the country is bound to be of 
great benefit to the companies represented and to the rail 
road interests at large. 


Engineers’ Society of Western Pennsylvania. 


At the meeting held in Carnegie Lecture Hall, Allegheny, 
on Oct. 18, Mr. G. E. Tener read a paper on ‘‘Lake Ship- 
ments of Coal,’’ in which he stated that in 1887 the ship- 
ments amounted to 1,854,122 tons, the Pittsburg and Ohio 
districts furnishing respectively 51 and 49 per cent of this. 
The shipments increased yearly and in 1892 there were 
3,373,462 tons, Pittsburg sending 52% per cent. and Ohio 
4734 per cent. Last year owing tothe depressed condi- 
tion of trade there was a slight decrease in shipments as 
compared with the previous year. Mr. Tener described 
the various methods of handling coal at the lake {ports 
and noticed the fact that until recently but little im- 
provement had been made during the last quarter of a 
century. 

Formerly cars containing coal were duinmped into 
pockets with chutes that led to the vessels, but owing 
to the great waste by breakage incident to this method it 
was abandoned. The revolving crane and bucket were 
then introduced, and though not altogether satisfactory 
on account of considerable waste by breakage it is the 
ordinary method now employed. M1. Tener said that his 
ideal plan was to have the coal loaded in boxes at the 
mines, conveyed then by cars to ports and placed in 
boats. The best plan yet in use was stated to be a 
machine which runs the car over the vessel on an incline 
of 60 degrees and thus by bringing it closer to the vessel 
than any other method, the breakage is not so great. 

Mr’ William White, Jr.. read a paper on ‘‘Chemical 
Losses of Fuel,’’ in which the loss of coal and coke by 
‘‘weathering’’ was dwelt upon at some length and ex- 
planations were offered for some of the changes noticed. 


Engineers’ Club of St. Louis. 

A*regular meeting was held Oct. 17, President Crosby in 
the chair and 22 members and 7 visitors present. 

Prof. Charles C. Brown addressed the club on ‘‘A New 
Method of Determining Sewage Pollution of Water. He 
showed that the pollution of rivers by sewage increased 
faster than the population itself. Discussion follewed by 
Messrs. Seddon, Holman, Johnson, and Jewett, and Drs. 
Green, Ravold and Homan. 


Engineers’ Club of Philadelphia. 

The regular meeting of the club was held on Saturday, 
Oct. 20, at 8 o’clock. The titles of the papers presented 
at the meeting, were ‘‘Notes on Wrought Iron Bridge 
Specifications,’’ by Silas G. Comfort, and the ‘‘Electro- 
Metallurgy of Gold and Silver,’’ by A. L. Eltonhead. 

At the meeting on Oct. 6, President J. C. Trautwine, 
Jr., was in the chair,and 48 inembers and visitors were 





present. The tellers reported the election of the follow- 
ing as members: 

Professor W. L. Webb read a series of notes on the 
results of experiments to determine the resistance of at- 
| mosphere to the free fall of spheres, which he had made 

when an instructor at Cornell University. 


The apparatus was described in detail, and the’ calcu- 
lations from the data obtained were written outin full on 
the blackboard. The results obtained from six sets of 
experiments were also tabulated in a chart which was 
exhibited. The balls that we1e compared were of iron 
and wood, botb finished by careful grinding to exact 
sphericity and diameters to within one one-thousandth of 
an inch. The volumes of air aisplaced and the shapes of 
the resisting surface were, therefore, identical for both 
balls. The grinding of the balls polished the surface of 
each of them and the skin friction was, therefore, practi- 
cally the same in both cases. The heights dropped 
through were exactly the same, but the results show a 
much larger co-efficient of resistance for the iron ball and 
a material increase in the co-efficient for both balls in case 
of a short fall than with a longer one. Conclusions were 
deduced from these experiments for the relations between 
mass, acceleration, resistance, etc., and the results showed 
that atmospheric resistance does not vary as the square of 
the velocity. The paper will be published in full in the 
Proceedings of the club. 

Engineering Association of the South. 

The regular monthly meeting of the Association was 
held at headquarters in Nashville, Tenn., Oct. 11. Dr. 
W. L. Dudley presided. The Nominating Committee re- 
ported the following as candidates for officers and direc- 
tors to be canvassed at the antiual meeting in November, 
two nominations being made for each office: For Presi- 
dent, Wm. L.. Dudley, Nashville, Tenn., and Maj. Wm. 
Starling, Greenville, Miss.; for Vice-President, W. F. 
Foster, Nashville, Tenn., and J.ewis Johnson, New Or- 
leans, La.; for Secretary, W. B. Ross, Nashville, and 
Herman D. Ruhm, Nashville, for Treasurer, Wm. T. 
Young, Nashville, and W. M. Leftwich, Jr., Nashville; 
for Directors from Tennessee, J. Lodge, South Pittsburg. 
Tenn., J. J. Ormsbee, Tracy City, Tenn., and P. Gaines, 
Cowan, Tenn. ; John Biddle, Nashville; W. T. Magrude1, 
Nashville, and E. C.Lewis, Nashville; for Directors from 
Georgia, H. L. Collier, Atlanta, Ga., and A. V. Gude, 
Atlanta, Ga; for Directors from Kentucky, C. O. Brad- 
ford, Louisville, and W.H. Spradlin, Mount Vernon, Ky. 

The expected paper on Diamond Drilling not having 
been presented, the discussion of the best and cheapest 
culverts for areas under 50 square feet, begun at the pre- 
vious meeting, was continued. 

The application of Prof. Wm. H. Schuerman, Dean of 
the Engineering Faculty of Vanderbilt University, was 
received and referred to the Board of Directors. 


PERSONAL. 








—Mr. H. W. Diggins, Superintendent of the Spring- 
field division of the Kansas City, Fort Scott & Memphis 
Railroad, has resigned that office, which he has held 
since 1879, 

—Mr. Robert Rantoul has been appointed Division 
Freight Agent of the Northern Pacific Railroad. with head 
quarters at St. Paul. He is promoted from the office of 
Secretary to General Tratlic Manager Hannaford. 

—Mr. Joseph Herrin has been appointed Superintendent 
of the Atlanta & West Point, and the Western of Alabama 
toad. He was for several years General Superintendent 
of the Iron Mountain division of the Missouri Pacific. 

—Mr. Wilbur Lee has been recently appointed General 
Passenger Agent of the Oregon Railway & Navigation 
Co. He was formerly General Passenger Agent of the 
Lake Erie & Western Railroad. He resigned that offlee to 
go to the Union Pacific, but the last two years he has not 
been in railroad service. He is a son of Mr. David Lee, 
Engineer Maintenance of Way of the Baltimore & Ohio 
Railroad. 

—Mr. N. J. O’Brien has been appointed Train 
master on the main line of the Southein Railway be- 
tween Alexandria and Danville, Va. He has recently 
been Superintendent of the Washington division of the 
Union Pacific, which comprises the Oregon Railway & 
Navigation Co.’s lines. When an independent Receiver 
was appointed for that property, Mr. O’Brien resigned 
and went to Omaha. 

—Mr. Edward C. Munson, a well-known Boston con- 
tractor, died very suddenly at his home in Portland, Me., 
recently, of apoplexy. Mr Munson, for a number of 
years past, was identified with the construction of many 
public works in the vicinity of Boston, and built many 
of the abutments on the Boston & Albany line out. With 
his father he carried to completion the work on the 
Hoosac tunnel afte; the failure of the original contractors, 


—The changes in the operating department of the Sea- 
board Air Line still continue. The recent order of General 
Manager J. H. Winder abolishes the title of Division 
Superintendent. In place of these, two new offices, 
Superintendent of Roadway and Superintendent of Trans- 
portation, are created, both with headquarters at Atlanta, 
where the General Manager is also located. Mr. T. W. 
Whisnant, who has been Superintendent of the northern 
division at Portsmouth, becomes Superintendent of Road- 
way, and Mr. S. G. Dickenson has been given the title of 
Superintendent of Transportation. 

—Mr. James Maglenn has been appointed to the new . 
office of Superintendent of Motive Power of the Seaboard 
Air Line. This is another step in the concentration of 
the manageiment of the roads operated under this organi- 
zation It has been previously marked by the appoint- 
ment of a General Manager and the abolishing of the 
Division Superintendencies. Heretofore the mechanical 
department of each of the toads included in the route has 
been in charge of the Master Mechanic. Mr. Maglenn 
has held that office for nearly 20 years on the Carolina 
Central. His headquarters have been at Laurinburgh, N. 
C., but under the new order will be removed to Raleigh 

—W. 8. Biddle has been appointed Traffic Manager of 
the Atchison, Topeka & Santa Fe to succeed Mr J. A. 
Hanley, resigned. Mr. Biddle has been Assistant Traffic 
Manager of that system since 1890. He is not yet 40 
years old. He has been with the Atchison since 1878 and 
was for four years a freight brakeman. He has been in 
the traffic department since 1882. 

—Mr. J. H. Streidinger recently met his death in some 
mysterious way on the Pacific Coast. His body was found 
washed ashore at San Diego. He was a civil engineer of 
considerable reputation and was at one time employed 
under General Newton on the Hell Gate work, New 
York. He was a member of the American Society of 
Civil Engineers (1876), the Techical Society of the 
Pacific Coast and the California Society of Civil Ene 
gineers. 

—Mr. William H. Haydock, Superintendent of the 
Coast Division of the Southern Pacific Co., has resigned. 
Mr. J. L. Frazier, Superintendent of the San Joaquin 
division, has been transferred to the Coast division, and 
the former division will be abolished on Nov. 1. It is 
over 200 miles long, from Tracy to Bakersfield. The 
northern half will be added to the jurisdiction of A. D. 





Wilder, at Oakland, and the rest will be added to the 
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Mojave division, D. Burkhalter,f Superintendent. Mr. J. 
H. Whited, Superintendent of the Truckee division, will 
be relieved on the same date, when the division will be 
transferred to James Agler, nuw Superintendent of the 
Shasta division. Mr. Agler will be succeeded by C. W. 
Cooley, now Resident Engineer at Dunsmuir. The office 
of Assistant General Superintendent, which was held for 
nearly 20 years by R. H. Pratt, and which he recently re- 
signed, it is understood, will also be abolished. General 
Superintendent Filmore states that Messrs. Whited and 
Haydock will be assigned to other service. 


ELECTIONS AND APPOINTMENTS. 





Atlanta & West Point.—Joseph Herrin has been ap- 
pointed superintendent of the railways of this company 
and of the Western of Alabama, with headquarters at 
Montgomery, Ala. He will have charge, under direction 
of the President and General Manager, of conducting 
transportation, station and yaid service, and maintenance 
of roadway, bridges and buildings. He will also have 
genetal supervision over the locomotive and car depart- 
ments. 

Bangor & Aroostook.—The annual meeting was held in 
Bangor, Me., on Oct. 16, and the following Directors were 
elected: A. A. Burleigh, C. F. Bragg, J. b. Bass, Edward 
Stetson, B. B. Thatcher, C. A. Gibson and E. D. Stewart. 
A. A. Burleigh, of Houlton, Me., was elected President, 
C. F. Bragg, Vice-President; F. H Appleton, Secretary, 
and Eward Stetson, Treasurer. 

Chicago Great Western.—The; office of Industrial and 
Immigration Agent has been created and W. J. Reed ap- 
pointed to the position with headquarters at St. Paul, 
Minn. 

Duluth, Missabe & Northern—F¥, T. Gates,of New York, 
private secretary to John D. Rockefeller, has been elected 
President of the road. 

Last Stroudsburg & Matamoras.—The incorporatois of 
this road are Simon Friedburger, Charles W. Grant, 
Gabriel H. Lang, James Potsdamer, Emile Reizenstein 
and Ellicott Fisher, of Philadelphia; James foseph Gibson, 
Wilmer K. Wixson, of Germantown; Isaac M. Long, 
Philadelphia. Simon Friedburger is President. 

Lllinois Central,—Tine annual meeting was held in Chi- 
cago on Oct. 17. Oliver Harriman, John W. Doane and 
Charles M. Beach, whose terms as Directors expired, were 
re-elected to serve for four years. 

Jamestown & Lake Erie.—The property of the Chautau- 
qua Lake Railroad has been transferred to this company, 
its legal successor. The recently elected officers are: 
President, Sherman Evarts; Vice-President, J.. F. Work- 
um; #reasurer, W. M. Barnum; Secretary, Hamilton H. 
Durand; General Manage1, W. E. Griggs. The general 
offices are at Jamestown, N. Y. 

Kansase City, Fort Scott &@ Memphis.—J. M. Emmert, 
Assistant to the President has been appointed Superinten- 
dent of the Springfield Diviison to succeed H. W. Dig- 
gins, resigned. 

Lexington & Lastern,—On Nov. 1 Receiver Hamilton 
F. Kean will surrender all control of the Kentucky Union 
road to the officers of the new organization, which will be 
known as the Lexington & Eastern. Under the articles 
of reorganization the directory will be composed as fol- 
lows: Major H. C. McDowell, Jaines D. Livingston, G. 
Copeland, Arthur Carey and Judge A. P. Humphrey. The 
Directors have elected the following officers: Major H. 
C. McDowell, President; James D. Livingston, Vice- 
President; George Copeland, Treasurer, and Arthur 
Carey, Secretary. 

Louisville, Evansville & St. Louts.—The annual meet- 
ing of the stockholders was held at Belleville, I1)., last 
week, and the tollowing directors elected: W. H. Tilford, 
B. Stillman, Charles Fairchild ana W. H. Bull, of New 
Yoik; Isaac H. Butr, of Boston; Thomas Barrett, of 
Memphis, Tenn., and Samuel Bogard, G. P. Hailman 
and E. Q. Hopkins, of Evansville, Ind. The newly 
elected Board will meet in New York in about two weeks 
to elect officers. 

Mexican Central,—Theodore R. Jones has been appointed 
Live Stock Manager. 

Northern Pacific.—At the annual meeting of the stock- 
holders the following Directors received all the votes 
cast, about 309,001 shares. The new board is composed 
as follows: August Belmont, Marcellus Hartley, J. 
Horace Harding, Brayton Ives, Donald Mackay, W. k. 
Sanders, John E. Searles, Winthrop Smith, H. L. Bur- 
nett, H. S. Redmond, E. C. Hegeler, William E. Rogers, 
and Charlemagne Tower, Jr. ‘The five last-named were 
not membeis of the Board last year. General Burnett is 
said to be the representative of large blocks of both stock 
and bonds Mr. Redmond is a member of the second 
mortgage bondholders’ committee, Mr. Tower is a mem- 
ber of the third mortgage bondholders’ committee, and 
Mr. Hegele1, who lives in La Salle, IIl., is a large holder 
of both stocks and bonds. William E. Rogers was for 
eight years one of the Railroad Commissioners of New 
York. 

Northern Pacific. — The following changes in the 
Freight Department have been announced: S. G. Ful- 
ton, First Assistant General Freight Agent, Portland, 
Ore., in charge of traffic west of the Idaho-Washington 
State line, including Idaho points reached via the Spo- 
kane & Palouse branch. J. B. Baird, Second Assistant 
General Freight Agent, St. Paul, in charge of astatic 
traffic and such other duties as may be assigned to him as 
General Assistant. H. E. Still, Division Freight Agent, 
St. Paul, in charge of all local traffic east of the Missouri 
River, except on the lines in Manitoba. Robert Rantoul, 
Division Freight Agent, St. Paul, in charge of traffic in 
North Dakota (west of the Missouri River), Montana and 
Idaho, except poiats in Idaho reached via the Spokane & 
Palouse Dranch. 

Alexande1 Tinling has been appointed General Agent at 
Tacoma, Wash., vice G. C. Chandler, deceased, and F. D 
3ibbs, General Agent at Spokane, Wash., vice Alexander 
Tinling, transferred. 

Seaboard Air Line.—The division superintendencies of 
the Seaboard Air Line have been abolished. T. W. 
Whisnant, who has been Division Superintendent at 
Portsmouth, Va., has been made Superintendent of Road- 
way for the entire system. S. G. Dickerson, who has 
been located at Abbeville, S. C., as Division Superinten- 
dent of Transportation, is made General Superintendent 
of the Transportation Department, and Carroll H. Smith, 
who has been the Western Agent at St. Louis, has been 
made General Agent, with office at Portsmouth, Va. 

Southern Railway Co,—Ata meeting of the Directors of 
the company in Richmond, Va., on Oct 23, Directors 
were elected as follows: A. L. Boulware, of Richmond; 


Skipwith Wilmer, of Baltimore; Charles H Coster, H. 
C. Fahnestock, Thomas F. Ryan, Samuel Spencer, An- 
thony J. Thomas, Samuel Thomas, and J. Hood Wright, 
of New York. Mr. Boulware is a prominent lawyer of 
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Richmond, being President of the Clearing House Asso- 
ciation and of the First National Bank of that city. Mr. 
Wilmer is a well-known lawyer of Baltimore. Samuel 
Spencer was re-elected President by the new Board of 
Directors, as also were the other executive officers: Mr. 
Andrews, Second Vice-President, and Mr. Baldwin, 
Third Vice-President. No selection has yet been made 
for the office of First Vice-President. 

H. O’Brien has been appointed Trainmaster of 
all trains between Alexandria, Va., and Danville, to 
succeed P. B. Peyton, who has been Acting Trainmaster. 

Spokane Falls & Northern.—H. G. Stimmel has been 
appointed Joint Traveling Freight and Passenger Agent 
for this and the Nelsun & Fort Shepard, and fo1 the 
Northern Pacific for British Columbia. His headquarters 
are at Nelson, B. C. 

St. Croix & Penobscot.—The new Board of Directors, 
elected at the recent annual meeting, comprises George 
P. Wescott and F. C. Richards, Portland: L. G. Downes 
and G. A. Lowell, Calais; and James Mitchell, Rockland. 
F. C. Richards, of Portland, formerly State Bank Exam- 
iner, was elected clerk. 

Union Pacific.—Samuel A. Hutchinson, General Agent 
at Buffalo, N. ¥., has been appointed General Traveling 
Passenger Agent. 

Western Maryland.—The annual meeting was held in 
Baltimore, Md., on Oct. 17, and the following Directors 
were elected: B. A. Betts and William Kealhofler, Wash- 
ington County; Edward Worthington, Robert Biggs and 
John M. Littig, Baltimore. 





RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Akron, Bedford & Cleveland.—A company of this 
name has been incorporated in Ohio this week with a 
capital stock of $300,000. 

Altoona & Phillipsburg C onnecting.—On Oct. 20 this 
new line was formally opened from Phillipsburg to Houtz- 
dale, Pa., amid greatenthusiasm. Meetings were held at 
Phillipsburg and Houtzdale addressed by President S. P. 
Langdon, Hon. S. J. M. McCarroll, President of the 
Clearfield, Conemaugh & Western, and othe1s. A special 
train conveyed the officials and invited guests over the 
line. The line from Houtzdale to Ramey is practically 
completed, an overhead crossing remaining to be built 
over the Pennsylvania tracks at Ramey. This road is in 
direct competition with the Pennsylvania. Over 1,000,000 
tons of coal are in sight for transportation, and the road 
is an assured success. The officers of the road are: Presi- 
dent, S. P. Langdon; General Manager, W. Forsythe, and 
General Freight and Passenger Agent, George M. Cane. 

Bangor & Aroostook.—Track laying on this road has 
reached Blaine, about 30 miles north of Houlton, Me 
President Burleigh expects to have the rails laid to 
Presque Isle early in November and to Fort Fairfield and 
Caribou by the middle of December. The extension built 
this year will add 73 miles to the mileage of the road. 

Blue Mountain.—The engineers have completed the 
survey on the branch road from Strausstown to Reading, 
Pa., and are now on the main line from Slatington to the 
Susquehanna River at Harrisburg. : 

Burrard Inlet & Fraser River Valley.—Percy 
Dickinson of Tacoma, one of the contractors for this road 
in Washington and British Columbia, and C. D. Rand 
appeared recently before a committee of the Vancouver 
Council appointed to investigate the cause of the delay 
in the construction of the railroad, which is to connect 
Vancouver with the Norther Pacific Railroad, and has 
been granted a provincial subsidy as well as a subsidy 
from the City of Vancouver 

Mr. Dickinson presented to the committee affidavits 
from himself and C. D. Rand, J. Ashton, H. S. 
Huson of Tacoma, and others, substantiating the 
road’s claim for an extension of time by reason of 
unavoidable obstruction to the progress of the work. 
The delay lagely grew out of the legal compli- 
cation of the receiverships of the Northern Pacfiic 
and the Seattle, Lake Shore & Eastern. The City 
Council has not yet taken any action, affecting the 
subsidy. The company, under the terms of its subsidy, 
must complete the railroad to Vancouver by Dec. 31, 1895. 
A small force of men has been kept at work to hold the 
subsidy and right-of-way. The road isto be built from 
a connection with the Seattle, Lake Shore & Eastern 
Road into Vancouver, B. C. 

Clearfield, Conemaugh & Western.--Hon. S. J. M. 
McCarrell, of Barrisburg, Pa., President of this new 
railroad, has been in New York this week on business 
connected with the awarding of a contract for the build- 
ing of the first 33 miles of the line. 

Chattanooga Southern.—It is stated that the con- 
tract for building the four mile extension from the main 
line to Round Mountain, Ala., has been let to Gordon 
Frank, of Jacksonville, Ala., who has commenced work 
with about 200 men. It is expected that the extension 
will be completed in 90 days. 

Coast Railway of Nova Scotia.—Part of the right 
of way has been cleared as faras the fifteenth mile, at the 
lower end of Belleville, and grading is being actively 
catried on between Tusket and Belleville bya large force. 
Sorette & Co. have a large force of men getting out the 
stone for the Salmon River bridges which will be pushed 
to an early completion 

Columbus, Hocking Valley & Athens.—It was ex- 
pected that the engineers making the surveys of the line 
between Columbus and Athens, O., would complete their 
work this week. But there can hardly be any construction 
work done till the injunction suits in court at Columbus 
have been disposed fof. They are expected tocome up 
for trial before the month ends. 

Colorado Western.—This company was last week in- 
corporated in Colorado to build lines from Grand Junction 
into the asphalt region of Utah. The capital stock is placed 
at 1,000,000 and the board of directors includes S. T. Vrain 
Lesiner, of Salt Lake, S. M. Logan, W. S. S. Bristol, S. 
G. McMullen and H. W. Ross, of Mesa County, 
Colorado. The company has been previously incor- 
porated in Utah. 

Cuyler & Woodburn.—A charter was issued by the 
Secretary of State at Augusta, Ga., on Oct. 16, to J. N. 
Wood, J. L. Hogan and others, of Bullock County, and 
J. L. Fleming and F. T. Lockhart, of Richmond County, 
incorporating this company, which proposes to build a 
short railroad out of Cuyler, Ga. 

Duluth, Missabe & Northern.—‘There is some talk 
that this company will soon put a force of men to work 
constructing a line from Iron Junction tothe new town 
of Eveleth, Minn., a distance of about ten miles. The 
Duluth & Iron Range has already built to that town. 

East Stroudsburg & Matamoras.—-A charter was 
granted at Harrisburg, on Oct. 23, to the East Stiouds- 
burg & Matamoras Railroad, capital $400,000, to build a 





line 40 miles long through Monroe and Pike counties, 
Pennsylvania. Simon Friedberger, of Philadelphia, is 
President. 

Erie & Central New York.—The projectors for this 
old scheme for a railroad between Cortland and Cincin- 
natus, N. Y., about 20 miles, Messrs. W. M. Meserole, 
N. H. Bundy and W. V. McCracken of New York City, 
have been in Cortland this week 1n connection with the 
proposed road, and their visit has given rise to many re- 
ports in regard to the possibility of the construction of 
the line being undertaken in a reasonable time. 

Frederic & Charlevoix.—The track of the railroad 
has reached the town of Alba, Mich., 25 miles from 
Frederic on the Michigan Central. Connection is made 
at that place with the Grand Rapids & Indiana Railroad. 
The road is standard gage, laid with ,60-lb. rails, has 
steel bridges, and is of first--class construction in every 
respect. The ballasting will not be completed until early 
next season. The grading is completed some ten miles 
west of Alba. The road is being built by David Ward, 
of Detroit, who owns pine and hardwood timber, which 
will be reached by the line. 

Georgetown & Granger.—Gradings was begun at 
Georgetown, Tex., on Oct. 16, on this :ailroad, a distance 
of 28 miles. It will give that town a competitive route 
via the Missouri, Kansas & Texas from Granger. A 
partly graded road bed will be utilized. The Railroad 
Commission has given permission to issue bonds, and 
it is hoped to have trains running by February. 

Indiana, Illinois & lowa.—It is announced that the 
extension of the road from Knox, Ind., to South Bend, 
Ind., 35 miles, will be opened for business Nov. 15. This 
connection will give the road direct access to all the 
Eastern lines over its own track. 

Los Angeles, San Francisco & Salt Lake.—Ar- 
ticles of incorporation of the Company have been filed in 
California, the capital stock being $12,000,000 The route 
is described in the charter as from Los Angeles, toward 
Salt Lake, Utah, through the counties of Los Angeies, 
San Bernardino, Inyo, Kern, Tulare, Fresno, Merced, 
Stanislaus, San Mateo, San Joaquin, Santa Clara and 
Alameda. 

Manchester & Rockville.—Surveys have been made 
for a new steam railroad from Burnside, Conn. to North 
Manchester, from thence to Rockville, Conn. It is ex- 
pected that work will be commenced by Nov. 1 The 
route of this road will pass through beautiful valleys, 
near large lakes, and over the pine-clad hills. 

Minneapolis & St. Louis.—It is announced that the 
branch of this road running from Red Wing to Mankato, 
Minn., is to be extended next year to a connection with 
the Wisconsin, Minnesota, & Pacific, known as the Pa- 
cific division. Arrangements bave already been made for 
right of way through Mankato the present Western ter- 
minus, and the extension will be about 40 miles in length. 
This extension has been talked of for a long time. 

Montreal & Ottawa.—This road is now operated by 
the Canadian Pacific, from Vaudreuil, about 20 miles from 
Montreal, to Point Fortune, Quebec, something like 20 
miles. Construction is done under a local charter, the 
Canadian Pacific carrying on the work under an agiee- 
ment with the security holders. The company nas re- 
ceived a large subsidy from the Ontario Government for 
the line already built, and for an extension beyond Point 
Fortune, through the County of Prescott, which, however, 
expires this fall. The local residents are disposed to in- 
sist that the company shall be compelled to build the 
extension this year or lose the subsidies, but Vice- 
President Shaughnessy has said that the large expendi- 
tures this year for the repaiis caused by the floods in the 
Fraser River Valley and elsewhere, will prevent the com- 
pany from beginning the work this year; but if the sub- 
sidy is extended he agrees to build the extension early in 
1895. The matter is now before the Ontario Government 
for decision. 

New Roads.—Harrison Kalbach and_ Sons, of 
Lebanon, Pa., have purchased 2.300 acres of timber, 
located 70 miles south of Clarksburg, W. Va., and to get 
the lumber to the line of the West Virginia & Pittsburg 
1oad they are building a branch road six miles in length, 
of which four and a half miles have been completed. 

Charles Hebard & Son, of Pequaming, Mich., are 
building a narrow gage railroad from Traverse Bay, on 
Lake Superior, to the copper range, to reach their 
extensive redstone quariy. The roadbed is nearly graded 
for seven miles. At Traverse Bay a dock 1,200 ft. long 
is being built. 

Path Valley.—Work on this line, an extension of the 
Newport & Sherman’s Valley, is still in progress on 
both sides of the mountain. On the Franklin County 
side all the heavy work has been completed and but little 
more grading is tou be done. On the Perry County side 
the grading will be completed by the first of January. As 
soon as the bad weather of the winter commences work 
will begin in the tunnel. 

Pennsylvania Midland.—Track laying on this new 
road,to extend thiough the counties of Bedford and Blair, 
with a branch into the Someiset County coal fields, was 
begun this week. Hon. George B. Orlady, of Hunting- 
don, Pa., is President, and E. A. Tennis, of Thompson- 
town, Pa., is the contractor. 

Pittsburg & Lake Erie.—The dircctors have decided 
to build a branch line from the main track tothe pro- 
posed new race course at Monaco, near Pittsburg, pro- 
vided $100,000 is subsc1ibed to equip the racing track. 
Monaco is about fifteen miles from Pittsburg. 

Quebec, Montmorenci & Charlevoix.-—The railroad 
has been extended from Ste. Anne, east to St. Joachim 
near Cape Tourment, Que. 


Rumford Falls & Rangeley.—Work on this exten- 
sion of the Portland & Rumford Falls road is being 
pushed. Eighteen miles have been sublet by the con- 
tractors, Ward Brothers, of Kennebunk, Me. Two hun- 
died Italians are at work and the number will be in- 
creased to 400. The contract is to be completed by Aug. 
1, 1895, and it is predicted that at that time bids will be 
asked for for 45 miles more of road to connect with the 
Canadian Pacific. 


San Antonio & Gulf Shore.—President William 
Davis, of this company, has secured from the Railroad 
Commissioners of Texas, the Commission’s authority to 
issue the company’s 5 per cent. bonds to the amount of 
$360,000. The Commissioners find that stock to the amount 
of $285,000 has been subscribed and paid for, and that the 
company has complied with the State law regulating the 
issue of railroad bonds. The road is now being graded 
out of San Antonio, Tex. The rails have been purchased, 
and the Pittsburg Locomotive Works have built two loco- 
motives for the road. 


St. Croix & Penobscot.—A party of surveyois undér 
T. R. Atkinson has started out to sutvey a route for this 
toad from Princeton north to a point on the Maine Cen- 
tral near Danforth, Me., about 35 miles, 
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St. Joseph Valley.—About 100 men are now at work 
repairing this road It extends from Buchanan to Berrien 
Springs, Mich., a distance of 16 miles and has been 
abandoned for about a year. 


Toledo & Ohio Central.—The new terminals of this 
road at Columbus, O., were put into use this week. The 
road is meeting with much opposition in the construction 
of its belt line at Columbus, though some actual grading 
is being done on it. Citizens of the West Side are ob- 
jecting to grade crossings, and are endeavoring to compel 
this road and the Columbus, Hocking Valley & Toledo 
Road to elevate their tracks about 13 ft., at a cost of 
about $20,000. If they succeed in this, the Pennsylvania 
will be compelled to elevate also. 

Tuscarora Valley.—The extension of this road to 
Blair’s Mills, Huntingdon county, Pa., now seems an 
assured fact. Grading has commenced at several points 
along the line at Waterloo and other points. It is expected 
that the extension will be open for travel before Janu- 
ary |. 

Washington & Chesapeake Beach.—An interest in 
this property 1s reported to have been acquired by J. E. 
Searles, the head of the syndicate which recently effected 
the consolidation of the Baltimore & Eastern Shore Rail- 
road and several Chesapeake Bay Steamboat Companies. 
The road was planned to extend from Washington to 
Chesapeake Beach, on the Chesapeake Bay shore, in Cal- 
vert County Md. The company was organized September 
1, 1891. It was intended to develop Chesapeake Beach as 
a 1esort for residents of Washington and Baltimore. The 
distance from Washington to the beach is over 30 miles. 

The company started work about a year ago, and most 
of the 10ad bed has been graded, but no rails have been 
laid. Mr. Searle’s purpose in obtaining possession of 
the property and franchise is said to be to aid the 
development of Ocean City and to increase the traffic of 
the Eastern Shore Road. One of the projects, if the pur- 
chase is consummated, is toabandon that part of the road 
from Marlboro’ to Chesapeake Beach. Instead of this 
the road may be run direct from Marlboro’ through Anne 
Arundel County to Horseshoe Point, on the Chesapeake 
Bay, at the mouth of West River. From this point to 
Claiborne, the present bay terminus of the Eastern Shore 
Road, is almost a direct line. The distance from Wash- 
ington to Horseshoe Point is about 28 miles. 


Mexican Interoceanic.—A current newspaper state- 
ment has it that Delfin Sanchez, who is in London, has 
been successful iu raising the necessary capital for the 
construction of the extension of the Interoceanic Railroad 
from Chietia, the present terminus, to the port of 
Acapulco, on the Pacific Coast. The contract for the 
work will be let upon the arrival of Mr. Sanchez in 
Mexico. 

Wisconsin & Michigan.—The railroad which has 
been built by John Bagley, of Chicago, under this title 
in Wisconsin, was opened for freight traffic last week 
from a connection with the ‘‘Soo’’ Road on the north to 
Peshtigo. It secures a connection with the town of 
Marinette on the south over the Chicago, Milwaukee & St. 
Paul. The promoters of the new line are Chicago cap- 
italists. The President is Samuel Fisher, of Chicago; 
General Manager, John Bagley, Marinette; Superintend- 
ent, J. E. Williams, Menominee. The completed work 
has cost, according to the General Manager’s estimate, 
$750,000. Next year the prospect is that the road will be 
extended to Norway and Iron Mountain,thus reaching the 
Menominee iron range. It is built to within 20 miles of 
Norway now. Another extension contemplated is over 
the route of the old projected Marinette & Western to 
Merrill, Wis. The road will be regularly opened for 
traffic by Nov. 1. Docks are to_be built at Peshtigo. 

Yankton. Norfolk & Southwestern.—W. WwW. 
Graham, a Chicago railroad contractor, has filed a suit in 
the United States Circuit Court for $90,000 against the 
railroad company, the Traffic Construction Co., Atlantic 
Trust Co., and others. Graham had a contract with these 
companies to construct the bridges and culverts along the 
road from Yankton, S. D., to Norfolk, Neb. 


GENERAL RAILROAD NEWS. 


Baltimore & Ohio.—The Company has reduced the 
dividend to 2 per cent., for the six months from January 
1 to July 1, 1894. The protracted strike of about six 
weeks on coal, and over two months on coke, resulted in 
heavy losses. The net earnings during the period named 
were, notwithstanding, sufficient for a dividend of 2 per 








cent., leaving a balance to the credit of profit and loss. 
ne former rate was 5 per cent. The following table shows 
the earnings for September. 
Month of September— 1894. Decrease. 
COR BET sc inne canrayossnatayevaanaves $2,045,000 $275,000 
Operating expenses...........0c.ccceceee 1,309,000 67,000 
eR AOR ioc invnadascnsdsanceeweendaane 736,000 208,000 
For three months— 
CRAG BOTT nko i cccd dnb aneegge sons er e806. $5,192,162 $406, 606 
Operating expenses,.... i, 3,315,113 86,874 
Net Cartt.cs....cccesccceee sDecaaiencnice $1,877,049 $319,732 


The statement of earnings for the entire systom for the 
quarter ending Sept. 30 shows a net decrease Of $435,555, 
as compared with the same period last year. 

Central Pacifie.—The English bondholders of the 
company at a recent meeting in London, formed a com- 
mittee to represent their interests, and appointed Sir 
Charles R. Wilson, of London, their representative, to 
come to the United States and investigate the affairs of 
the company, particularly to recommend what action 
should be taken in regard to the first mortgage and the 
claim of the United States Government, a portion of 
which becomes due in 1895, 

Choctaw, Oklahoma & Gulf.—A mortgage of $1,000, - 
000, in favor of the Finance Company of Pennsylvania, 
covering all the coal lands, leases, equipments and tracks 
of the road, has been filed in Oklahoma Territory. Work on 
the proposed extension of the line between Oklahoma 
City and South McAlester will begin immediately. The 
contracts for the grading are let. 

Delaware River & Lancaster.—This road, which 
formerly was operated by the Philadelphia & Reading 
Railroad, and more recently by the Wilmington & North- 
ern, has passed into the control of Major J. L. 


Butnam, of Saratoga, N. Y., who is its General Manager. 
J. C. Moore, of Hudson, N. Y., is General Traffic Man- 
ager. The office of the road is at St. Peter’s, Chester 
County, Pa. Two trains each way are now run daily be- 


iween Wilson and St. Peter’s, connecting with trains on 
the Reading and Wilmington & Northern Railroads. 

Denver, Leadville & Guanison.,—The South 
Railroad, in Colorado, now operated 


have its line to Gunnison re-opened in the spring. To 
open the Alpine Tunnel, now filled with ice, will re- 


Park | 
by a Receiver, will | 


quire an outlay of fully $100,000, yet Receiver Trumbull 
thinks it will pay. 

Des Moines & Western.—The Metropolitan Trust Co, 
of New York, has begun a suit in the Federal Circuit 
Court at Des Moines, Ia., to secure the foreclosure of 
the mortgage bonds issued by the railroad. The bonds 
aggregated $2,770,000, or $18,000 a mile on each of the two 
branches known before consolidation as the Des Moines & 
Northern and the Des Moines & Northwestein. The 
present management will not resist the suit. After fore- 
closure, the interest of the bonds will be made four per 
cent. instead of five per cent. as at present. 

Duluth & Winnipeg.—In the notice last week, an- 
nouncing the appointment of W. F. Fitch, Genetal Man- 
ager of the Duluth, South Shore & Atlantic as Receiver 
of this road, it was stated that the company operates 150 
miles of road. The length of road now built is 120 miles 
northwest from Duluth, Minn., to Deer River. It was 
projected to be built to the international boundary, where 
it would connect with a Canadian road making a connec- 
tion with the Canadian Pacific st or near Winnipeg. 

Illinois Central.—The earnings for August are te- 
ported in the following table: 








1894. 1893.. Dec. 
A PERE iste ccccavsscseds $1,595,297 $1,908,856 $313,559 
Oper. CXPeENSES.......cccceee 1,177,212 1,286,273 109,061 
ne es $418,085 $622,583 $204,498 
For two months— 
GROES RAT. oc sicccssaseswsns $2,807,415 $3,698,592 $891,177 
MDDOT. CRPETSEB 0555 ocieicaieeee 2,163,431 2,544,605 381,174 
NN IRS Sans éviceaninadesen $643,984 $1,153,987 $510,003 


Northern Pacific.—At the annual meeting of the 
stockholders of the Northern Pacific Railroad Co., 
a statement of the Auditor to the Receivers was 
presented, covering the operations for the year ending 
June 30 last. During the first month and a half of this 
fiscal year the road was operated by the company, and 
thereafter by the Receivers, and the figures given in- 
clude the operations of the Wisconsin Central lines and 
the Chicago & Northern Pacific Railroad from July 1 to 
Sept. 26, 1893, when they passed out of the hands of the 
Receivers of the Northern Pacific Co. Owing to these 
circumstances a comparison with the returns of the pre- 
vious year is impracticable. The statement shows gross 
earnings of $17,902,076, operating expenses and taxes, 
$13,316,555; leaving net earnings from operation, $4,- 
585,521. Income from other sources is reported at $826,- 
513, making the total income $5,412,034. The income 
from other sources includes $157,500 in dividends upon 
St. Paul & Northern Pacific stock which was nut received 
until after the close of the fiscal year, and also $51,750, 
interest on Chicago & Northern Pacific first mortgage 
bonds, which is a bookkeeping asset, the bonds being in 
defauit. The charges against income are $11,915,039, 
leaving a deficit of $6,503,004. Of these charges $],- 
680,373 is for rentals of track and equipment, and the 
greater part of the remainder is interest upon the various 
obligations of the company. The court has authorized 
the payment of the $1,680,373 due fo1 rental of tracks and 
equipment, $3,286,010 of interest and sinking fund on the 
first mortgage, the interest on the Missouri and Pend 
d’Oreille division bonds, $202,020; the interest on the 
collateral trust notes, $529,280, and on the floating debt, 
$314,346, and various smaller items, aggregating $335,132. 
The total amount of payments authorized by the court is 
$6,347,131. 

Ohio Southern.—The recent action of the stock- 
holders in regard to the acquisition of the partially 
graded Columbus, Lima & Milwaukee Road, is explained 
by an officer of the company, to provide for a lease of 
that line when it has been completed from Lima to 
Defiance, O. Lima is the present northern te1minus of 
the Ohio Southern and the new road will give a connec- 
tion with the Baltimore & Ohio, the Wabash, the Toledo, 
St. Louis & Kansas City, andthe New York, Chicago 
& St. Louis Railroads, and entrance into Toledo and 
Detroit. With the extension to Cincinnati now under 
construction it will open up a through line between Cin- 
cinnati and Toledo. It will also afford an outlet for the 
product of its coal mines to the lake ports. About $350,- 
000 has already been expended on the extension, and the 
grading is nearly all done. The Ohio Southern does not 
issue any bonds or have anything to do with the work of 
construction, but takes the road over complete and in con- 
dition for operation, guaranteeing an interest not to ex- 
ceed $750 per mile. 

Philadelphia & Reading.—George L. C1awford, Spe- 
cial Master in the Receivership, has filed with Judge 
Dallas,in the United States Circuit Court at Philadelphia, 
his report on the petition of the Receivers for authority 
to enter into an agreement for the partial readjustment of 
the affairs of the railroad and coal and iron companies. 
The Master recommends that the court make the follow- 
ing order: It is ordered that the Philadelphia & Reading 
Railroad Co. and the Receivers be authorized to enter 
into the agreements annexed to their petition filed Sept. 
25, 1894, respecting the plan for the partial readjustment 
of the company’s affairs, and in case the plan be car- 
ried into effect, to make the payments therein stipulated 
for. 

Pittsburg, Akron & Western.—This railroad, con- 
structed three years ago between Akron and Delphos, 
Ohio, 145 miles, was sold at Akron, O., on Oct. 17, ona 
mortgage of $3,600,000 held by the Central Trust Co. of 
New York. The appraised value of the 10ad was $1,265, - 
000. It was purchased by Fisher A. Baker, of Yonkers, 
N. Y., for $844,000, who is attorney for the First National 
Bank of New York City, and 1epresented New York and 
Pittsburg bondholders of the road. 


Richmond, Petersburg & Carolina.—This railroad 
company has been organized, with a capital stock of 
$500,000, to succeed the Virginia & Carolina Road. Bart- 
lett Roper is President, D. B. Vaughn, Vice-President, 
and the following are the Directors: R. T. Arrington, 
Augustus Wright, E. A. Hartley, E. C. Venable, H. C. 
Roper, J. E. Maylor, John McGill and C. C. Alley. The 
railroad, which is an unfinished line, from Petersburg, 
Va., south to the State line, was recently purchased from 
the City of Petersburg, which held the controlling in- 
terest, by New York parties, who agreed to complete the 
road and operate it. 


Union Pacitic, Denver & Gulf.—The American 
Trust Co., of Boston, will begin suit in the United States 
Court at Denver for the foreclosure of the mortgage on 
the road. The company asks for the appointment of E. 
Ellery Anderson as co-Receiver with Mr. Trumbull. Mr. 
Anderson says he is in thorough accord with Mr. Trum- 
bull, and the application for his appointment is owing to 
a desire on the part of large interests in the bonds to 
have adequate representation. 





Wabash.—A syndicate headed by Messrs. Kuhn, Loeb 
& Co., of New York, has purchased from the Wabash 
| Railroad Co. at 102 and interest, $8,000,000 of its first mort- 
gage five per cent. bonds. These bonds are issued to 








take the place of a like amount of seven per cent. bonds 
maturing in 1895, 

Western New York & Pennsylvania.—Secretary 
Strauss of the Reorganization Committee, reports that 
more than 97% per cent. of the bonds of the company 
have assented to the plan of reconstruction, and. about 
92% per cent. of the stock has paid the assessment. 


York Southern.—This is the new title of the Balti- 
more & Lehigh, which was reorganized at York, Pa., 
Oct. 22. It was recently purchased by Warren F. Wal- 
worth at sheriff’s sale. Warren F. Waiworth was elected 
President; Charles C. Frick, Treasurer, and George W. 
Rupp, the present Treasurer, was elected Secretary. The 
Board of Directors of the new organization will be: W. 
F. Bay Stewart, E. J. D. Cross, M. H. Houseman, H. C. 
Niles, G. O. Wilson and S. M. Manifold, the present 
General Manager. It is the purpose of the new organiza- 
tion to make the road-gage, and a consolidation 
with the corporation operating the Maryland end, and an 
extension to the coal region of Pennsylvania are among 
the plans. An application will be made to the court soon 
to discharge the Receiver. The capital stock was fixed 
at $600,000, and the bonds at $150,000. : 








TRAFFIC. 


Traffic Notes. 


The Illinois Central has notified shippers at New Or- 
leans that it will pay 20 cents per load of 1,500 lbs. for 
freight delivered at its freight house coming from places 
below St. Louis street. This allowance for cartage is 
understood to be made to meet the competition of the 
New Orleans.& Northeastern which, having a station 
inconvenient to most shippers, has allowed this cartage 
ever since 1887. 

F. &. F. O. Squire, of East Cambridge, Mass., have 
sued the Boston & Albany for $150,000 over charges on 
shipments of hogs from the West during the past six 
years. This appears to be the same suit which has been 
in the courts several times before. The papers in the 
present case fill 15,000 typewritten pages, there being 
2,221 counts. 

The Colorado Traffic Association, the organization 
formed in Denver a year or two ago to maintain a freight 
bureau to conduct the dealings of merchants with the 
railroads, is to be abandoned for lack of financial sup- 
port. It is said that the principal shippers of the state 
have contributed to the support of the organization and 
that the bureau has secured many benefits in the way of 
reduced freight tariffs, but evidently they do not want 
too much of a good thing. 


Chicago Traffic Matters. = 
CHICAGO, Oct. 24, 1894. 


Eastbound all rail shipments last week showed a slight 
deciease from the preceding week. Westbound ship- 
ments are holding their own, but are not particularly 
encouraging. 

Lake shipments from this port also largely decreased 
owing to a falling off in the movement of grain. Most 
of the vessels let out of the grain trade, however, got iron 
ore contracts. It is expected that the iron ore and coal 
trade will hold up until the close of navigation. 

Lake rates were fairly well maintained and there was 
probably less than the usual amount of manipulation of 
ail-rail rates. With the light tonnage, however, there is 
little likelihood that eastbound rates will be very well 
maintained until the lower Mississippi crossings are 
brought into an agreement for a division of tonnage sim- 
ilar to the Chicago agreement. 

Members of the Advisory Committee of the Western 
Passenger Association have been successful in reaching 
an amicable agreement with the trunk lines, by which 
the operation of the immigrant clearing house at New 
York is to be continued, for the present at least, in the 
hands of the joint agent of the Western roads. No 
settlement has yet been reached with the Canadian 
Pacific. That road still insists upon a recognition of its 
differentials on Pacific Coast business as a condition 
precedent to its becoming a member of the clearing 
house. This question is being further considered by the 
Western lines this week. 

The Eastern lines seem unwilling to join the Western 
lines in a ‘‘wide-open’’ agreement to meet the passenger 
rate competition of the Soo Line, but intimate that they 
will support the Western roads in meeting the Soo Line’s 
rates through Chicago on all business in direct com- 
petition with the Soo and Candian Pacific via Montreal 
to the seaboard. 

By reason of the granting of a differential fare to the 
Panhandle, announcement is made that tickets from Chi- 
cago to Pittsburgh will no longer be interchangeable be- 
tween the Fort Wayne and the Panhandle. 

Testimony was taken here last week on behalf of the 
Cincinnati and Chicago Freight Bureaus in their suits 
against the Southern roads, seeking to secure the enforce- 
ment of the order of the Interstate Commerce Commission 
fora reduction in rates. Testimony was heard from H. 
E. Felton, General Freight Agent of the Chicago & 
Eastern Illinois, Henry N. Mann, shipper of wooden ware, 
Freight Manager Bell, of the Crane Co.; Wilson Brothers, 
and Commissioner Iglehait, of the Chicago Freight 
Bureau. 


The shipments of east bound freight, not including 
live stock, from Chicago, by all the lines for the week 
ending Oct. 20, amounted to 46,594 tons, against 47,068 
tons duting the preceding week, a decrease of 794 tons, 
and against 63,234 tons for the corresponding week last 
year. The proportions carried by each road were: 




















WEEK WEEK 

| To Oct. 20. To Oct. 13. 
ROADS. bet Re cae) See Sees 
| Tons. p-c 7Eons. | Pies 
Michigan Central........... 2,516 5.4 | 2,665 Sut 
WANGEE assy cckeoarasneansons | 6,514 14.0 | 5,880 12.5 
Lake Shore & Mich. South..| 4,057 8.7 4,994 10.6 
Pitts., Ft. Wayne & Chicago. 5,165 41.2 4,370 9.3 
Pitts., Cin., Chi. & St. Louis 8,178 17,5 7,620 16.2 
Baltimore G2 Ohio. ..... 0600+ 4,194 8.9 3,900 8.3 
Chicago & Grand Trunk.... 3,446 7.4 3,545 c&-; 
New York, Chic. & St. Louis} 6,236 13.4 5,642 12.0 
CHICAGO ALIS <.o.s:5:5:5 0 s'0.0eis 5,426 11.6 4,918 10.4 
Co, Cac Re SE, SIOGS 5 visions 862 1.2 | 3534 | 7.5 
PNAS scene acsete eraree 46,594 100.0 47,068 | 100.0 


| 





Of the above shipments, 1.967 tons were flour, 13,392 
tons grain and mill stuff, 8,145 tons cured meats, 13,580: 
tons dressed beef, 1,390 tons butter, 1,837 tons hides, and 
4.194 tons lumber. The three Vanderbilt lines carried 
27.5 per cent., the two Pennsylvania lines 28.6 per cent, 
Lake lines carried49,900 tons, against 150,856 tons last 
week. 

















